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The Proposed Whistle Signal for Highway Crossings. 
To THE EDITOR OF THE RAILROAD GAZETTE: 

I believe, with you, that the prospect for uniform train 
signals in the near future seems most hopeful; and this 
prospective certainty prompts one to more critical thought, 
which an uncertain matter never awakens. Hence, I offer 
some eleventh-hour comments, whose only apology for ex- 
isting is that possibly in so jmportant a matter it is better 
late than never. 

The whistle signal for a highway crossing is not particu- 
larly referred toin your editorial of May 9. I infer that 
there has been no expressed objection to the signal recom. 
mended by the committee (— — --), and yet I am led to 
query—whether this is not one of the chief points objected 
to by some of those roads which object or decline to vote. 

The general public looks at the whistle question wholly as 
a matter of noise ; and, I suppose, no one questions that the 
signal referred to is repeated a greater number of times and 
produces a larger aggregate volume of sound, many times 
over, than all the other signals together. A committee 
representing the American ‘small boy,” especially if its 
deliberations took place anywhere near the Fourth of July, 
would undoubtedly recommend a signal consisting not only 
of two long and two short sounds (the telegrapher’s figure 7), 
but would be glad to give Scripture measure and make it 
seventy times seven; and it is equally certain that if the 
opinion of the old maids and other ‘‘old women of both 
sexes” could be ascertained, it would be unanimously in 
favor of the total abolition of whistles, with pop-valves and 
perhaps all forms of steam thrown in. 

This being the case, perhaps some of the New England 
roads have such a respect for public sentiment that they 
act in deference to it. A recent Chicago paper says that all 
the strong-nerved New Englanders have to emigrate to the 
West (in order, presumably, to keep civilization out there 
in running order), so it is of course a proved fact that the 
peopie remaining in the East are of the weak-nerved and 
fault-finding kind. Possibly the railroad managers of New 
England have even grown to sympathize with the “literary 
fellers”’ and other fastidious people among whom they live. 
and tohave a liking for quiet themselves when off 
duty. I live in a town where a large road runs perhaps 60 
or 70 trains per day, and a smaller one runs about 25 or 30. 
The latter already uses the ‘*7” signal, and its outlandish 
shrieking suggests a state of things certainly far from 
pleasant if the fashion should be adopted by the larger road, 
which now uses a single three-second blast, and omits even 
that in the night and where crossings are guarded by flag- 
men. 

There is very little objection from any quarter to the sup- 
pression of the whistle nuisance in cities, and it cannot be 
denied that on one side at least (that of the public) it appears 
entirely reasonable to argue that the annoyance is just as 
great to each one of a dozen persons as it is to each one of a 
thousand, the resident of a city having not the slightest in- 
herent right to the protection of his irritable sensibilities 
that is not possessed in equal degree by his country cousin. 
I have not the exact tacts at hand, but doubt not that 
every railroad superintendent in Boston could give out of 
his own experience some very cogent reasons for objecting 
to any code which does not recognize the fact that whistle 
signals must always and everywhere be limited to the posi- 
tive necessities of the case, both as regards duration and 
loudness of the souads; and the expression in various 
quarters of late concerning the expediency of acting volun- 
tarily before it is too late instead of waiting to be forced to 
action by uoreasoning legislatures, lead me to think that 
these reasons would be appreciated by the superintendents 
of the country. 

What is the real and important reason for the use of this 
four-blast signal in place of the old-fashioned single blast ? 
Is it merely to distinguish between a station and a road 
crossing ? Where is the necessity or even convenience in 
this? Is the operation of a road materially facilitated by 
the distinction ? The benefit is certainly small, if it exists at 
all. Is it supposed that careless drivers are more effectually 
warned by four blasts than by one? If so, some managers 
will want to make it sixteen instead of four, for people do 
persist in their carelessness in driving over crossings 
even where the four blasts are used. Even allowing 
a degree of benefit by reason of the better warning 
given, it is far from certain that it is not greatly 
outweighed by the harm done. Thousands of worri- 
some infants, tired mothers, invalids and others, have their 
peace disturbed by frequent and loud whistling where one 
careless person is injured by lack of a whistle signal. A 
large share of crossing accidents are the result of careless- 
ness which no amount of whistling would avert. I admit 
that the prevention of even one accident would very likely 
be of more pecuniary benefit to a railroad company than all 
the increased human happiness that might result from 
centuries of the profoundest silence ; but that is not a point 
I care to discuss. 

With some people an exhaustive discussion of the whistle 
question would doubtless be profitable, but as the readers of 
the Gazette are, or ought to be, familiar with the facts and 





their bearings, I will not take up your space with further 
elaboration. I think all will agree that in cities and large 
towns the present general tendency isin the direction of a 
pressure, gentle or otherwise, on railroads to ubridge the use 
of the whistle and the pop-valve as well; and managers who 
know by experience will doubtless testify that this abridge- 
ment isa source of satisfaction both in town and country, 
aud to themselves as well as to the public. 

B, B. ADAms, JR. 


‘ 








Super-Elevation of Outer Rail. 


To THE EDITOR OF THE RAILROAD GAZETTE : 

As a contribution to the subject of super-elevation I will 
mention that, while Resident Engineer of the Sinaloa & 
Durango Railroad of Mexico—a road of standard gauge, 
light traffic and low speeds—I had all curves at the eastern 
end laid exactly level crosswise, with slightly widened 
gauge. The grade is 1 per cent., reduced to 0.8 per cent. 
on 6° degree curves, the sharpest on the main line of the 
road. This eastern ascent was for months traversed by 
several trains daily, regular and construction, without the 
slightest trouble or accident. I repeatedly saw locomotives 
alone and with short construction trains descend that grade 
at a speed of between 25 and 30 miles per hour. The only 
thing noticeable to any one sitting on the cow-catcher was a 
decided screeching noise of the leading wheels. The same 
noise, even louder, was heard on the excessively super-ele- 
vated 10° curves of a Y, around which the engine traveled 
alone at a speed of five miles per hour. As it was also 
heard, less loud for miles, on tangent, I attributed it to the 
gauge being too tight. H. P.-VINncENT, 

Late Assistant Engineer So. Pac. R. R. 

San FRAnNcIscO, Cal., April, 1884. 

_ [The ‘screeching noise” to which Mr. Vincent 
refers is something which is heard on all new track 
more or less, but for the most part only oncurves. It 
disappears entirely after the first few weeks’ or months’ 
traffic, depending on the number of trains. It is not 
due to tightness of gauge, although doubtless it would 
be increased by that, but solely to the newness of both 
rails and wheels. A ringing sound, entirely different 
from the screech referred to, is sometimes heard on 
the oldest tracks at slow speeds, but very rarely at 
higher speeds unless on very sharp curves. 

This screeching noise has probably conveyed as 
much false information on curvature to engineers as 
any other one thing, it being a natural conclusion that 
the engine is ‘‘ grinding very hard” in passing around 
the maximum curve of the line, whatever it may be, 
and hence that sharper curves would not doatall. The 
time when the noise ceases to be heard is very apt to 
be a few weeks after they have ceased to be connected 
with the line. 

The same correspondent sends us a formula for 
compensation for curvature on grades; but the as- 
sumptions on which the whole rests are too uncertain 
to make so elaborate a formula worthy of general 
use. As our correspondent himself says, quoting 
from Huxley: ‘‘ Mathematics is a mill which grinds 
you stuff of any conceivable degree of fineness ; but 
what you get out, after all, very much depends upon 
what you put in.” It does not seem worth while, 
therefore, as we putin no exact knowledge to begin 
with, toattempt to take out any more exact formula 
than this: 0.05 per degree of curvature as a minimum, 
double that in yards and stopping points, and as much 
more as you can comfortably get at all times.—EpDITOR 
RAILROAD GAZETTE. ] 








Measuring Rock Excavation. 


Kansas City, Mo., May 8, 1884. 
To THE EDITOR OF THE RAILROAD GAZETTE : 

I used a method in measuring some very heavy rock on 
the New York, West Shore & Buffalo Railroad near Pough- 
keepsie last year which I believe is novel. 

I obtained the horizontal distances to the points in the 
cross-section by deflections of the transit, which was set 
with vernier on the centre line, and took no angles of more 
than 25° before moving. 

To obtain vertical distances I used a square protractor, 
one arm 6 ft. long, the other 3 ft. long, a level bubble on the 
inner edge of the short arm, and the degrees marked on the 
inner edge of the long arm from a centre at the outer end of 
the short one. 

Then the square was held for me with the sbort arm level 
and the long arm plumb, on top of a rod 5 ft. long, with the 
end of the short arm in centre line of roadway. 

I then looked over the centre on the end of the short arm 
to the point of the cross-section I wished to take, and read 
the degrees on the long arm. I afterward took levels where 
the rod was held. 

To plat, I figured out the horizontal distances, put a pro- 
tractor on the plat wherever the centre of the square field 
protractor had been, and located the point by the intersection 
of the calculated horizontal distance and the vertical angle. 

Using this method first in a cut of so dangerous condition 
that I would not climb it ; finding how nicely it checked on 
the upper edge, and knowing that it must be still more 
accurate on the slope, I took all my difficult final rock 
measurements on tangents in this way, and thus avoided 
much tedious climbing. Cc. W. H. 

[The above method isan immense improvement over 





direct cross-sectioning in rough places, but might per- 
haps be still further improved by taking vertical an- 
gles and all at the same sight from the transit instru- 
ment, dropping a cord down the side of the slope to 
be cross-sectioned to fix the proper point to sight at. 
The variable elements in each sight would then be (1) 
the distance of the transit from the cross-section, (2) 
the horizontal angle, (3) the vertical angle; the height 
of instrument being supposed to be known. Two dia- 
grams may be constructed ina few moments on sheets 
of cross-section paper from which the required hori- 
zontal and vertical co-ordinates of each point observed 
can be read off without calculation, with any desired 
accuracy. It would be well if some method of this 
kind were used to check the slopes of even earth cuts 
of moderate depth, as an immense amount of “ belly- 
ing” is often left in slopes by contractors, all of which 
and even more must in general be removed sooner or 
later before the cut reaches a state of ‘‘ stat.le equi- 
librium,” since the natural tendency of all ear ihwork 
slopes is to become concave instead of convex.— 
EDITOR RAILROAD GAZETTE. | 








Mechanical Science in the American Association. 





In view of the meeting of the British Association in Mon- 
treal this year, and the probable attendance of eminent 
foreigners at the meeting of the American Association for 
the Advancement of Science in Philadelphia next Septem- 
ber, it is hoped that the ‘‘ Section” of the latter Association 
devoted to mechanical science may have such an attendance 
and such a contribution of valuable papers as shall docredit 
to the country. This meeting (the 83d) will be held Sept. 
3 to 10. The following circular has been issued in behalf of 
the Section : 


The Section (D) for Mechanical Science was organized at 
the Cincinnati meeting (1881), and sessions were held in 
1882 at Montreal, in 1883 at Minneapolis, and will be called 
at the Philadelphia meeting of 18%4. The officers for the 
next meeting are: Vice-President, Robert H. Thurston, 
President of the Section ; Prof. J. Burkitt Webb, Secre- 
tary. (The several special committees of the section are 
elected on the first day of the session.) 

At the Minneapolis meeting the following resolution was 
offered and unanimously adopted: 

** Resolved, That the following-named gentlemen be, and 
they hereby are, appointed a committee to confer with the 
Permanent Secretary with reference to preparing a cir- 
cular of invitation to persons interested in Mechanical 
Science to join the Association and to take part in the pro- 
veedings ot Section D at the Philadelphia meeting. 

‘*The Presiding Officer of the Section; 

“ The Secretary of the Section; 

“ Prof. Calvin M. Woodward, of Washington University, 
St. Louis, Mo. ; 

“ Prof. L. L. McInnis, of College Station, Tex. ; 

“Prof. Wm. A. Pike, of the State University, Minnea- 
polis, Minn.” 

It was resolved, on the part of the members of the Associ- 
ation taking part in the proceedings of the Section, that each 
would use bis best endeavors to make the meeting of this 
Section at Philadel bia, in September next. one of the most 
important getherings of engineers, and of those interested in 
mechanical science, ever held in this or any other country. 
The following circular is prepared and issued, in accordance 
with and for the purpose of carrying out the intent of the 
above quoted resolution, and to aid individual members of 
the Section in their efforts to bring together, at that session, 
all who are interested in its work; it is intended that every 
member of the Section desiring to assist in this matter shall 
be supplied with copies for transmission to scientific men, to 
engineers, to manufacturers, and to all others who may take 
an interest in any department of mechanics. 


(Cireular.) 
Irnaca, N. Y., March, 1884. 

DEAR Sir: In accordance with a resolution adopted at the 
Minneapolis meeting of the Section of Mechanical Science 
‘D) of the American Association for the Advancement of 
Science, I am requested to extend to you a vordial and ear- 
nest invitation to attend the Philadelphia meeting of the 
Association, to join the Association (if not already a mem- 
ber), and to take an active part in the proceedings of the 
Section. 

The British Association will meet next year in Montreal, 
immediately before the date of assembling of the American 
Association, and arrangements will be made to a its 
members to Philadelphia on Sept. 3. The presence of the 
British Association in Philadelpbia will lend much addi- 
tional interest and importance to the meeting of the Ameri- 
can Association. The opportunity is thus also offered to 
make this meeting an occasion for bringing together a large 
number of gentlemen interested in the subjects falling under 
the consideration of this Section than have ever been or 
are likely for some time to come to be again brought to- 
gether in this country. It is hoped and expected that the 
meeting will prove to be one of singular interest, as well as 
importance, and wortby alike of the occasion and of the 
opportunity. Its success will gratify, not only the members 
of the Associatiov, but every one who is interested in the 
promotion of the industrial interests of the country and 
the welfare of the people who are so largely dependent upon 
those interests. You are urged to make arrangements to 
attend this meeting, and to interest others in insuring a full 
attendance and alist of valuable papers for the Section. 

A great additional sttraction will be found in the Elec- 
trical Exhibition to be held in Philadelphia from Sept. 2 to 
Oct. 10. The preparations for the same are progressing 
rapidly, and the fact that it is to be held under the auspices 
of the Franklin Institute is sufficient to insure for it a bril- 
liant success. 

The Section, the sessions of which you are invited to 
attend, is especially devoted to the advancement of all the 
sciences most directly applicable in the ats, and in tho 
departments of engineering, civil and military, mining, 
mechanical and electrical, and in architecture. It is hoped 
and fully expected tbat the several great technical societies 
of the country, as well as the local societies of engineers, 
will take active part in the promotion of the plan here indi- 
cated, and in the inauguration of a series of convocations 
of all thedepartments of engineering. and kindred organi- 
zations, at the meetings of this Section of the American 
Association. Members of every related profession will be 
heartily welcome. 

Members (actual or prospective) who intend presenting 
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apers to be read before this Section, can obtain the proper 
lanks from the Secretary on which to offer the titles and 
abstracts of their papers for the consideration of the proper 
committee. Papers are usually printed in the proceedings 
by abstract, and such abstract ready for printing must be 
presented to the Standing Committee and approved by them 
before the paper can be admitted for reading. It is re- 
quested tbat titlesand abstract be sent to the Secretary of 
tne Section as early as possible before the meeting, accom- 
panied by a statement of what models, apparatus, drawings, 
etc., will accompany the paper, or, in case the abstract is 
not ready, a brief outline of the paper can be sent and the 
abstract furnished at any time before the reading. In addi- 
tion to the abstract upon the regular blank, five copies of 
the same should be furnished for the use of reporters and 
secretaries, and special efforts will be made to secure the im- 
mediate publication of abstracts or papers in current 
periodicals for which they are suited. A list of papers re- 
ceived before August 10, will be mailed to each member of 
the Section who sends his address to the Secretary as below. 
If itis desired to place articles, models, or apparatus on 
exhibition, a list and a statement of the space required 
should be sent to the Secretary at an early date. Jf bulky, 
the Secretary will have the option of giving smaller exhibits 
the preference. Papers and exhibits void of scientific value 
are not desired, and everything of an advertising character 
will be rejected. The Secretary will forward to members, 
and to those desiring them, the circulars of societies propos- 
ing to join in the welcome extended to such members of the 
allied presen as may desire to take part in the Philadel- 
phia Meeting of the American Association for Advancement 

of Science. 

R. H. THURSTON, 
Vice-President and Chairman of the Section, 
Scevens Institute of Technology, 
Hoboken, N. J. 
J. BuRKITT WEBB, Secretary, 
Cornell University, 
Ithaca, N. Y. 








Freight Locomotives for the Great Eastern Railway 
(England). 


I, 

With the present issue of the Railroad Gazette we give 
a perspective view, and longitudinal and cross sections, and 
detailed drawing of a roof-bar of a type of freight engine 
which presents several points of interest. In a future num- 
ber we intend giving further illustrations, showing the 
cross-head, glands, slide bar fixtures, eccentrics, etc., in 
detail. 

The perspective view shows no brake-blocks on the engine 
wheels, while the sectional views show a steam brake acting 
on both engine and tender wheels. We presume that the 
perspective view represents the first 10 engines of this 
class, and the sectional views the succeeding 20 which 
Engineering (whose remarks we quote below) says are in 
course of construction. The arrangement of stsam brake 
was designed some years ago by Mr. D. WH. Neale, and in 
an earlier form was illustrated and described in the Rail- 
road Gazette of March 5, 1889, page 127, and also in 
‘*Recent Locomotives,” page 35. One brake cylinder on 
the engine applies the brake blocks to all the wheels of 
both engine and tender. This cylinder is placed under the 
engineman’s foot-plate, on the longitudinal centre line of the 
engine. The steam isadmitted behind the piston, pushing the 
latter toward the tender when applying the brake. A spiral 
spring returns the piston when the brake is released by ex- 
hausting the steam into the atmosphere. The steam-brake 
valve and steam and exhaust pipes are shown on the right- 
hand side of the back elevation of the engine, fig. 3. The 
outer end of the piston-rod carries a swinging lever, a pin at 
the lower end of which is attached to the tender brake work, 
while the engine brake rigging is coupled to an intermediate 
point in thelever. With the proportions 2 to 1 shown on 
the drawing, the tender rigging will receive a pull equal to 
double the pressure of steam on the brake piston, and the 
engine rigging will have a pressure three times as great as 
that on the brake piston. The pressure on the wheels 
is still further increased three-fold by the propor- 
tion of the brake-block levers, which serve also 
as hangers. The leverage on ‘the brake blocks 
is therefore 9 to 1, and assuming that the full boiler press- 
ure of 140 lbs. to the square inch can be maintained in the 
brake cylinder, the total pressure on the engine brake 
blocks would be 46,800 lbs., or rather more than half the 
weight of the engine. This amount would doubtless be re- 
duced by the condensation of steam in the brake cylinder, 
which would reduce the pressure on the piston. As the 
brake is often required to check the speed of a train coming 
down along grade where the engineman is cleaning bis 
fire, and has consequently reduced the boiler pressure, it 
would seem advisable to have a somewhat larger brake 
cylinder, which would enable the brake to be applied with 
full force even if only 100 Ibs. pressure of steam was availa- 
ble. 

The pressure on the different brake-blocks is practically 
equalized by a simple device. Referring to the sectional 
plan of the engine, fig. 2, it will be noticed that the inner 
end of a long pin takes hold of the bottom of the main driver 
brake-block lever or hanger. The outer end of this pin is 
attached to the pull-rod acting on the brake-blocks of the 
front wheels, while the pull-rod leading to the bind driver, 
or brake-cylinder, is attached to the middle of the pin. The 
pin, which is necessarily a slack fit in the various holes, acts 
as an equalizer, and the strain is properly distributed be- 
tween the brake-blocks, the distances between the centres of 
the pull-rods and hanger being proportioned in the case of 
the hind drivers to give { to that wheel and % to the main 
and front drivers. The wear of the blocks can be taken up 
by means of an adjusting screw on the main engine pull-rod. 

The fire-box is fitted with a brick arch and deflector, while 
the fire-door is hinged from the bottom, and its amount of 
opening can be regulated by means of a Jatch working in a 
notched sector plate. The hanging flap above (when down, 








as shown) prevents the glare of the fire striking the men’s 
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Built at the company’s shops, Stratford, T. W. Worspe.x, Locomotive Superintendent. 
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eyes when running. It can be hinged out of the way when 
the runner wishes to examine the state of the fire. This 
style of door has been used 02 the Great Eastern for many 
years, and is illustrated in detail in the Railroad Gazette 
of Sept. 3, 1880 (page 467), and also in ‘‘ Recent Locomo- 
tives,” page 29. A coarse netting of stout wire is placed 
horizontally in the smoke-box, and keeps back the few live 
sparks that are carried through the tubes. 

The asb-pan is secured ina very simple manner. Some 
studs are screwed into the bottom of the fouvdation or 
mud ring. Keys driven through the projecting plain parts 
of these studs bear against pieces of angle iron 12 in. long, 
riveted to the sides of the ash-pan. The fire-bars rest on 
brackets riveted to the outside of the ash-pan, and conse- 
quently, by knocking out 10 keys, the ash-pan can be dropped 
complete with the fire-bars. Keys are more easily got 
at than nuts in this position, and are not so liable to set fast 
with rust and incrustation. 

The roof of the cab is formed of pine boards covered ex” 
ternally with stout canvas heavily painted. The roof is 
framed, and is secured to angle irons on the front and sides 
of the cab by bolts so that it can be easily detached for re- 
pairs. The front cab windows hiuge up, and can be se- 
cured by pins to either the roof or the front of the cab, 
see fig. 3. 

The whistle valve is kept closed by the steam pressure, and 
a cord made fast to the end of the whistle lever can be con- 
nected to the train communication cord should the engine 
have to run a passenger train. The runners generally sound 
the whistle by pulling the cord, which is more easily found 
in a burry or at night than the regular whistle lever. 

The slide valves and pistons are lubricated by two distinct 
forms of lubricators working on different principles. The 
valves are oiled by a displacement lubricator, which feeds 
into the steam pipe below the joint; see fig. 4. This of 
course oils the steam, and therefore serves for both pistons 
and valves when the engine is running with steam on. The 
pistons, however, drag on the bottom of the cylinders, 
whether the engine is running with steam or without, and 
therefore two lubricators, which act ‘only when steam is 
sbut off, are placed on the front cylinder covers, and effectu- 
ally lubricate the pistons. 

We are indebted to Engineering for the drawings of these 
engines, and for the following description: 


The external appearance of these engines is extremely 
neat and symmetrical, while their details include many fea- 
tures of interest. Ten of these engines, built at the com- 
pany’s works, Stratford, are now in daily running, working 
beavy coal trains between Peterborough and London, and 
their performance has been so satisfactory that it bas been 
decided to build 20 more of the same class. 

The cylinders are inside and are 174¢ in. in diameter by 
24 in. stroke, while tbe wheels, which are of cast-iron with 
solid oval-shaped spokes, measure 4 ft. 10 in. over tread of 
tires, when new: All the tires are of Bessemer steel 3 in. 
thick on tread, both on the engine and tender, and are se- 
cured to the wheels by special double lip fastenings riveted 
through the wheel rims, but no holes of any description 
penetrate the body of the tire. This fastening is shown in 
fig. 2 of -vr engraving, this view also giving the chief di- 
mensions of the wheels. All the axles, both for the engine 
and tender, are of steel. 

The frame plates are steel 14 in. thick, each being cut out 
of a solid slab; they are fitted with cast-iron axle-box 
guides, with adjustable wedges. The axle-boxes are of 
orass, the journal bearings being lined with strips of white 
metal. 

‘Lhe motion plate, platform brackets and gusset stays are 
all of cast steel, and are firmly riveted to the frame with 
(turned) cold rivets. 

The reversing is effected by means of a three-threaded 
steel screw attached to the reversing rod, and working in a 
brass nut carried iu a casting, which is fixed on the top of 
the right-hand trailing wheel cover, which is strengthened 
and stiffened by means of thicker plates and angle iron than 
those used on the opposite side. 

The coupling rods are of wrought iron 444 in. by 13¢ in. 
section, the ends for the crank-pins being torged solid and 
bored out to receive the brass busb, which is forced in by 
hydraulic pressure and fixed in a similar manner to those 
of the express engines for the Great Eastern Railway, 
lately illustrated in Engineering.* The outside cranks for 
the coupling rods have a throw of 11 in., and they are placed 
opposite the inside cranks, 

he boiler 1s worked at a pressure of 140 Ibs. per square 
inch, and has a shell of best Yorkshire iron, and the tubes 
are also of iron, while the fire-box is of copper. A special 
feature in its design isthe use of cast-steel roof stays for the 
fire-box. Mr. Worsdell has made a number of experiments 
on these stays. The use of cast steel appears to us decidedly 
a step in the right direction, as the stays can be well propor- 
tioned to their work, and provided with convenient attach- 
ments for sling stays. The boiler is fed by two injectors, a 
No. 8 on the left and a No. 10 on the rigbt-hand side ; the 
working handles are all inside the cab, the rods rising straight 
up from the injectors, which are non-lifting and are attached 
to the foot-steps. 

The minor details are very neatly worked out. The lead- 
ing and driving wheel covers are of cast-iron, each leading 
cover being cast in one with the sand-bcx, cast-iron sand- 
boxes being found to keep out the weather better than 
wrought, and so preventing the dry sand from caking and 
becoming useless. Some of this class of engine are being 
fitted with a steam brake applied to the whole of the engine 
as well as the tender wheels. The ten first made have a 
very powerful hand-brake applied to the tender wheels only. 

The tender is carried on six cast-steel wheels of a similar 
pattern to those of the engine. The tank holds 3,600 gallons 
of = and there is carrying space for 5 gross tons of 
coal, : 

The principal dimensions and weights of the engines are 
subjoined: 


Cylinders: Ft. Tn. 
SONI. «5 odin <dsisncccsccscth piedadcess <n anne 1 51% 
IN asa in insane boss abieacss «es oRehe 2 0 
LiGRRE OR QUEUE GE. akscdcsascc i¥ gah. cacsccces 1 3 
WHER OE ROORTIIIR ek ce ccde ce SER ices sesnes 0 13g 

bis exhaust ports......... ee ee 0 3 
Centre to centre of cylinders.... . ....... ....-..- 2 4 

se ™ valve spindles.................. 0 

** of cylinder to valve face.. .... ppc RR ll 
Diameter of piston rod............. Peers er 0 234 





* See page 474 of our Jast volume, 
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FREIGHT LOCOMOTIVE FOR THE GREAT EASTERN RAILWAY, ENGLAND. 
Built at the company’s shops, Stratford, T. W. WORSDELL, Locomotive Superintendent. 
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Fig. 3. 































































































































































































Valve Motion: 














| _ Inside Fire-box (Copper): 























| ing the market in such cases means buying all the stock 







































































Lap IN «5: cac-o unre cubes autackear habe raneton 0 034 Lergth at bottom inside... .... ............e eee ;. a 3% | offered for sale. It bas no necessar j 
oe , - ffe: . y relation to earnings, 
Mean lead cones cnn teee LL 8 OMe |Depthofbox 0% UII Ii B72 | dividends, expenses, fixed charges, floating debt, or any of 
Te Ge II, nae 50 sitdvcekens oo ksvedete 0 534 Top of box to inside of shell.... .............0+006- 1 4 the causes which underlie the market price of stocks. It 
BNE. 5... 7 vs .diuto ahaie nik tha aa lansa ocae 161% deg. | Thickness of plates ............. sscsccceee eeeeees 0 0% | means simply “ pegging,” i. ¢., giving an order to brokers 
Diameter of eccentric sheaves............ ..... ++. 3 * tube-plate at top .......... ..22-++- . 0 ] | to buy the stock whenever it is offered at a certain figure, 
Lngtts OF Mle MIMD. iiss 54k ca esa badaheens 1 2 j 6 “s er 0 0% | SO that the public may be led to believe that it is safe for 
oe Cot enh 2 m Tepes (Iron): — to buy it ~- by agente is pent sa that cm, . 
jameter of all (on tread)...........-.. ..eeee8 oe OO EERE I Re eee me ere 223 t is an undoubted fact, and one which the history of Wa 
Tarow of crank-pins for coupling rods base Mao : 11 — between tube-plates.........-.--. .. s+... 10 4 | street abundantly confirms, that the men who are nearest to 
eee ~ RR dete : 94 — secceee seeee os masenena taht Ta n%, 6 the head of great enterprises and who bave the best oppor- 
Thickness of tires on tread (steel) —............... 0 3 Diameter of blast pipe at top RRO ee: 0 434 ee | tunity of knowing the truth, are they who are oftenest de- 
Width “ ah magi Ne RNN Cae See ri! 0 536 | Height of chimney from rail....... ....++-++ -.-.- 2 ceived, who incur the greatest losses if they allow themselves 
FREIGHT LOCOMOTIVE FOR THE GREAT EASTERN RAILWAY, ENGLAND. 
Built at the company’s shops, Stratford, T. W. WoRSDELL, Locomotive Superintendent, 
P Pp 
1'4".. deanenn. 9'98 
Some eee a a wer . 
Ricca > 14 Thus per set 
~_ -—- wnene S J ‘6% Bae 
Ry ; 
4 Os # ef 4"). ef 
cacisteciceelibbaanbiaiaaaliiaisttenetiniaiys siete ahe--+. a 
7 wre Ne 
: 2Thus, per sely~ 
2 | aS 
nN Lc) 
= n ¥ — —y 
= de ma 
Stee! Roof-stays for Fire-box, Great Eastern Freight Locomotive. 
Axles (Steel): | Heating Surface, etc.: = to speculate in their own stocks. Whenever they depart 
Diameter of te BORB......-scccee cocesees’ cores 2 8. | of — (OWEEE) . cc cece ccocccscdccsscesions scones 1,055.13 sq. ft. from their proper business of looking after gross and net 
m — ig Ee acon tabae en enh : 64 PO-DOK...... cscecrcdecrcnsccces erecccvecsnees : _ 105.50 earnings, dividends and interest, a mirage rises before 
ee Sey ee eS | ooo ore nine antes bers 1160.63 « |their eyes and they lose the capacity to see both 
Combren Of tears a5 ..5c2kes See oo ckende ts 30 3 11% | dinaieients.. © cs. 2c theater occ “17.90 “ sides of the case. It is for this reason that “points” 
Length ES ERA PS SES 0 ne | Flue and through tubes, disregarding ferrules..... 285 * given out by railroad officers are generally so 
- ae een rr ene ee 0 4 | Sectionai area of chimney at smallest part......... 1se7 dangerous to those who get them. ‘‘ The insiders 
Diameter of crank bearings....... ..........2..00+ 0 7 | Ratio of grate surface to total heating surface... 1 : 64.80 | always get burt the worst,” said the president of a large 
Length , pe A cwocmetncete ees Seneca 0 4 | Ratio of flue area through tubes to grate area... 1: 6.28 | corporation, commenting on the Baldwin case. “I have 
Frames (Steel): Ratio of sectional area of chimney to grate area. 1 : 14.59 | never bought or sold my own stock,” he added, “ without 
From front end to centre of leading wheels ... ... 5 | __ Weight of Engine in Working Order: losing money, and sometimes heavily. Long experience 
Sn centre of nates to centre driving wheels 7 7 ion wheels......... Say eames sears ee Ff 4 'bS. | has taught me that there is nothing so unsafe to venture 
<n bude ae Trailing SINIVIIIIL.NIIILIIICD  gajeno + | Money ca ss my own jedgment in reference to the market 
GT ics osns xces casmenee CSE PRN AO PENS 3 : areas value of ny own stock.” There is hardly a railroad presi- 
Distance apart of main frames.... .... ....-....- 5 1% Nea Gane sinh scalan os. , tt acmies Sauna cennnres 81,800 Ibs, | dent or director in the United States who cannot match 
Thickness of “ =e) AR phe es 0 1% Weight of engine empty......-......--.0 © seeee. 74,800 “ | thisexperience if be has allowed himself to dabble in the 
gilts ices teas onthe 6 10 Speculating Railroad Presidents. “ pooner og ae oe are made by railroad 
pee Ss i Se Ne, Sl ' officers is that the stock market is not governed by what 
Diameter of barrel outside.... ..............26 «0s 4 4 The misfortune which has overtaken Mr. Baldwin, ex Fresi- | they see, but by what the public sees or thinks that it sees. 
NE a arene 0 os dent of the Louisville & Nashville Railroad, is but one of a | Quotations are made by the jostling of buvers and sellers, 
_  __* smoke-box tube-plate ....... .....-. Oo 0% long and ever-recurring series of Wall street adventures. | by the law of supply and demand solely. What a railroad 
— “s pee RTL ee NL REE TETS ; 013.16 | 48 Mr. Baldwin bas made good to the compan all the losses | president knows and keeps to himself is of no importance in 
pai ek ics gut MA ome ae a a ea "16 | incurred in his endeavors to “sustain the market,” we will|the market. But it generally happens that what the 
Fire-box Shell (Yorkshire Iron): pass by for the present that feature of the case most ex- | ‘ insider” sees assumes a false coloring in hiseyesand breeds 
Length outside ....... ere 80 aeedsessccccnccenes 6 0 posed to censure, viz., the use of the company’s funds for | a mental glamour which takes him captive and despoils him 
pum auaneont betes... .... - tee eseeeeerees 4 (0% purposes of speculation. The question why he or any other | of bis cash. To such self-deception bis prejudices lend a 
= prchennagl — SEO REMIT 00-  «--n0e meres ; 10% railroad president or officer should make such efforts and | powerful aid. His reputation as a wanager is involved in 
Centres af copper stays. 2. eI i 8 2 | run such risks, in order to sustain the market quotations | the success of his enteiprise. | His eombativeness is excited 
Diameter of ATs, SEGA be shal, Cacabeus se 0 1 of their respective properties, is one which has been often 4 the ignoble attacks of the bears. He would like to punish 
Thickness of throat and back plates........... J) 0 09-16 | asked and has never been satisfactorily answered, Sustain- ' them for circulating lies concerning bis property, To form 





a ‘* pool” in order to ‘ twist the shorts” comes to him as an 
irresistible impulse. Prejudice and passion conspire to- 
gether to warp his judgment, already perverted by his daily 
habit of looking at only one side of the question. The con- 
viction that he is right, and that the facts as he sees them 
will ultimately prevail and conquer all opposition, leads 


naturally to the belief that he is rendering a service to the | 
against the | 
From this state of mind the transi- | 


shareholders by sustaining the market 
attacks of the bears. te of m p u 
tion is easy to the belief that he is — in using 


the company’s funds for the purpose. 


tained by a legitimate demand for it or by artificial buying, 
and when they discover that the price is sustained by a pool 
of its own officers,‘they are apt to conclude that there is 
something wrong about the property, and to se)l their hold- 
ings to the pool while they cap. Mr. Baldwin’s case and 


Mr. Seney’s case are only the latest in a long series of gigantic | 


self-deceptions, of which the Union Générale of Paris was, 
perhaps, the most remarkable in history. 


The moral to be drawn from these misfortunes and mis- | 


demeanors is that railroad men should never speculate, or 


if they must speculate, that they should avoid their own | 


stocks as they would the plague. Success on the Stock Ex- 
change calls for acool head and the capacity to see all sides 
of the subject matter. This is what the “insider” seldom or 
never has.—New York Evening Post. 








Standard Road Signs. 





The engravings of various standards on the New York, 
Pennsylvania & Ohio Railroad which we publish this week 
are so clear as to require little explanation, but the excel- 
lence of the railroad crossing sign which is coming into 
general use throughout the West, deserves especial notice. 
The object of such a sign is to force itself upon the atten- 
tion so far as possible without too large and cumbrous a 
sign, and for this purpose the emblematic X used is singu- 
larly effective, by universal testimony, it being almost im- 
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ut the public are | 
not slow in finding out whetber a particular stock is sus- | 
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| the Senate by what authority commissioners had been ap- 
| pointed from time to time to examine and report on the 
| sections of the Northern Pacific Railroad which were con- 
structed and completed subsequent to the time within which, 
| by law, the road was required to be completed. 

In the House on the 20th: 

On motion of Mr. Hiscock (New York) a bill was passed 
declaring the new cantilever bridge across the Niagara 
River a post route. 


TECHNICAL. 
Cost of Motive Power on Street Railroads Worked 
by Fireless Locomotives. 


Our readers may remember that some years ago much was 
said of the success in New Orleans of ‘‘fireless locomotives” 
—charged with steam enough from stationary boilers to 
| make a trip over a street railroad. This was the invention 
|ofa Dr. Lamm. The engine then used was a somewhat 
crude affair, but later Mr. Theodore Scheffler, of Paterson, 
designed one for the New Orleanscompany which was a 
good piece of mechanism. 
| Little has been heard of the engine in this country for 
| several years; but the idea was taken up in Europe, and an 
| improved engine on the same principle was designed by M. 
| Leon Franck, which is known as the Franck & Lamm 
fireless locomotive. It was introduced on some tramways 
in Paris several years ago, and much was said of it at the 
| time ; but we have hardly seen it mentioned in the foreign 
journals for along time. Now, however, the company running 
| the patent bas issued a statement of the cost of this motive 
| power on the steam tramway from Lille to Roubaix, a line 
about seven miles long, one-fourth of which is laid with T 
rails and the rest with tram rails in a paved street, with a 
|maximum grade of 278 ft. per mile, minimum radius of 
curve of 66 ft. The locomotive weighs 16,000 Ibs. empty 
and 21,500 with the tank charged. Starting with a press- 
ure of about 200 per square inch, the locomotive is 
able to run 11 miles with two cars with a _ re- 
| duction of the pressure to 40 Ibs. The trip of seven 
miles is made in 50 minutes, and the maximum speed made 
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Standard Road Signs, New York, Pennsylvania & 
Ohio Railroad. 


possible, even when riding by in the cars, to avoid having the | 


eye caught by each of these signs, while much larger objects 
of a more usual form pass unnoticed. 
of course, is that any thing or any form which the eye is 
accustomed to rest upon frequently, gradually loses its 
power of impressing itself upon the consciousness ; but the 
form of this sign is so wholly different from the forms of 
construction used for any other purpose except to attract 
attention, that it instantly has that effect. 

In the state of Massachusetts a very large sign stretching 
entirely across and above the road and bearing iu large let- 
ters the inscription: ‘‘ RAILROAD CROSSING, LOOK OUT 
FOR THE ENGINE WHILE THE BELL RINGS,” is enforced by law, 
yet instances have not been wanting of people passing by 
and under it without its attracting their attention, as shown 
by testimony in court, Although this may of course occur 
with any sign, it would probably be far less likely to if 
an X form were used standing at the level of the eye, and 
this form has the further advantage of being hardly one- 
fourth as costly and being in no danger of causing accident 
or delay by falling, as has sometimes happened with the 
larger signals. 

The mile-posts shown are of blue flagging with the figures 
(but not the word mile) cut on them in stone. Their cost 
was about 14 cents per square foot for the even mile-posts, 
and 8 to 10 cents for the smaller sizes, making them but 
little more costly than a good and well-seasoned oak post. 





Transportation in Congress. 


In the House on the 15th: 

On motion of Mr. Wise (Virginia) a bill was passed author- 
izing the extension of the Chesapeake & Ohio Railroad to a 
point on the military lands at Fortress Monroe, Va. 

In the House on the 16th: 

On motion of Mr. Price (Wisconsin) a bill was passed au- 
thorizing the construction of bridges across the Wisconsin, 
Chippewa and St. Croix rivers in Wisconsin. 

In the Senate on the 19th: 

Mr. Lapham (New York) introduced a bi!l to authorize 
the Highland Trans-Hudson River Railroad Co to construct 
and maintain a bridge across the Hudson River between 
Storm King Mountain, in the County of Orange, and Break- 
neck Mountain, in the County of Dutchess. It provides that 
the bridge shall be built at an elevation over the channel! of 
at least 160 ft. in the clear above high water of spring tides, 
with piers not less than 650 ft. apart; that the plans be sub- 
nt to the approval of the Secretary of War and that the 

ridge be maintained as a post road. 

In the Senate on the 20th: 

Mr. Van Wyck (Neb.) called up his resolution (offered on 

revious day), relating to the land grant of the New Or- 
ann Baton Rouge & Vicksburg Railroad Co., and, on mo- 

ion of Mr. Allison, without objection by Mr. Van Wyck, 
he resolutions were referred to the Committee on Public 
Lands for its opinion and report as to the propriety of the 


nopeeré inquiry. 
. r. Slater (Oregon) offered a resolution, which lies over 
one day under the rule, requesting the President to inform 
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The reason for this, 
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is 12}4¢ miles an hour. There are 15 of the motors used, 
and they have run in the aggregate 280,000 miles in a year. 
The expense per mile in March, 1884 (when 15,150 miles 
were run) was: 

Enginemen, firemen, and men engaged in charging the 
motor, 3.38 cents per mile; fuel, 3.78 cents; oil, waste, 
| lights, ete., 0.40 cent per mile: repairs and renewals, 3.69 
| cents; total per train mile, 11.25 cents; total per car-mile, 

5.63 cents; total per ton of weight per mile, 0.0557 cent. : 
total per passenger seat per mile, 0.0124 cent. It appears 
that the cars seat 46 each. 

The cost of coal at Lille is given as $3.40 per ton, and 
wages are said to be ‘very high” there. The statement 
says that motive power furnished by ordinary steam loco- 
motives used on tramways at Rouen, St. Etienne, Lille and 
Paris has cost from 22 to 31 cents per mile, and that horse- 
power in Paris costs from 154% to 2014 cents a mile for a 
single car. It is claimed that the fireless locomotive will 
save at least $5.50 per day. 


Iron Highway Crossings. 


The Boston & Providence Railroad Co. has placed upon 
trial, near the West Roxbury station, a new invention. In 
the place of planks which are generally used, but which 
rapidly wear out and decay, cast-iron plates have been put 
down. They are about 2 ft. wide, and in length fill up the 
space between the rails. They are made with blunt pro- 
jections of an inch or two, soas to give horses a firm foot- 
ing, and the whole plate is slightly crowning. It is under- 
stood to be the invention of Superintendent Folsom, and 
promises to be a success. 


| English Rails Not Used on the Richmond & 
Danville. 


A Western contemporary erroneously states that “an 
order has been given by the Richmond & Danville Co. for 
27,000 tons of steel rails from mills in England, to be fur- 
nished as fast as made. This amount of rail will be laid 
between Washington and Atlanta, and also on 80 miles of 
the Western North Carolina road.” These rails were not 
purchased in England, but in this country. It is difficult 
= comprehend how such an error could have originated.— 
ron Age. 


The Electric Head-light on Locomotives. 


Passenger train No, 24, Capt. E. H. Lea, conductor, which 
arrived here yesterday at 12:35 from Richmond, was drawn 
as far as Danville by a locomotive that was supplied with the 
newly patented electric head-light. President Scott.and Col. 
A. L. Rives were on board the train to satisfy themselves as 
to the working of the light. The engineman was fairly 
paralyzed with delight, and says that he almost felt like he 
was running his train in daylight. For 400 yards ahead he 
| could distinguish the smallest pebbles on the track and could 
readily see a man one mile distant from his engine on a 
straight track. The power for generating electricity is 
furnished by a small dummy engine placed over the boiler 
in front of the left cab-window, steam being supplied from 
the boiler. Besides driving the head-light the dummy en- 
gine has sufficient power tolight up the cars in the rear. 
| wires to run from the engine back through the cars connect- 
| ing Rhy electric burners. It is the invention of Philadelphia 
| parties. 
Mr. Scott and Col]. Rives expressed themselves as highly 
| pleased with the light, and wil] in al] probability give the 
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inventor the contract for lighting the Richmond & Dan- 
ville locomotives and cars. The light burned steadily and 
brilliantly along the run from Richmond to Danville, and 
the people at the stations who knew nothing of the new ar- 
rangement, thought the train was a comet bearing down 
upon them. The steel rails shine for a great distance in 
front of the engine, and on a straight track the engineer. 
could detect the absence of a rail or the presence of an ob- 
struction fully a mile ahead of him. It is certainly a re- 
markable invention, and there is but little doubt that 
President Scott will bring it into use on his trains.—Char- 
lotte (N. C.) Observer, May 16. 











ANNUAL REPORTS. 


The following is an index to the annual reports of railroad 
companies which have been reviewed in previous numbers 
of the current volume of the Railroad Gazette: 


Page, Page 
Atchison, Top. & Santa Fe..64,319 Missouri Pacific.............. 26, 336 
Camden & Atlantic. ............ 195 New Haven & Northampton....147 
CMNGEEE BUENO, 5 iccccs. coscccces 337 N.Y, Chicago & St. Louis.....375 


e ; 

harlotte, Col. & Augusta......232 N. Y., Lake Erie & Western....231 
hesapeake & Ohio........ ....374 N.Y., N. Haven & Hartford.... 27 
hicago & Alton............ --146 N.Y , Ontario & Western...... 106 
Chi.,Burlington & Quincy..259, 318 N. Y., Pennsylvania & Ohio....159 
Chi., Milwaukee & St. Paul..87, 241 N. Y., Susquehanna & West 147 
Chi., St. Paul, Minn. & Omaha..375 Norfolk & Western.. 

Cin., New Orleans & Tex. Pa..164 Northern Central.... 


lolele) 


















Cin., Wash. & Baltimore....... 46 Penhsylvania & New York 
Cleveland, Col., Cin. & Ind..... 278 Pennsylvania Railroad......... 
Cleveland & Pittsburgh........- 46 Perkiomen........... eebnsesenes 
Columbia & Greenville.......... Te. IE as on sc aszecooseecesins 47 
Columbus, Hocking Vy. & Tol.202 Philadelphia & Reading.... 27, 64 
Connecticut River... ... 64 Philadelphia, Wil. & Balt... ... 196 
Consolidation Coal Co. Pittsburgh & Castle Shannon..164 
Cumberland Valley.... 5 Pittsburgh & Lake Erie......... 47 
Dela. & Hud. Canal Co....140, 258 Pittsburgh, McK & Yough...... 63 
Delaware, Lacka. & Western..)65 Portland & Ogdensburg......... 87 
Denver & kio Grande...... .. 296 Portland & Rochester.......... 107 
Eastern R R. Association.....351 Providence & Worcester........ 64 
Eliz., Lexington & Big Sandy..375 Richmond & Danville.... ...... 23 
Fitchburg 47 Rochester & Pittsburgh.... 241 





Grand Trunk.... 





St. L., Iron Mountain & Sc 





Hartford & Conn St. L. & Sen Francisco..... ‘7 
POONA, 5 i sencivevsxces +s ou St. Louis, Vandalia & T. H. 196 
Houston & Texas Central....... 241 St. Paul & Duluth............... 147 
Huntingdon & Broad Top Mt..107 Sandy River.......... Sasa 
llinois Central............. 164,202 Savannah, Florida & Western.336 


South Carolina............ 02+ 105 
Texas & Pacific.... 
Troy & Greenfield. 
Union Pacific.... 






nternational & Gt. Nortbern.337 
Kentucky Central. 27 

Knox & Lincoln............. » 
Lake Shore & Mich. Southern 




















Lehigh Coal and Navigation Co.147 Utica & Black River............. 7 
ehigh Valley....... ....000. 47,139 Wabash, St. L. & Pacific.......337 
Mexican Central.............0. 279 Western Maryland.............. 8 
Michigan Central........ 2.....500 Wet JOTBEY....ccccsccsccsccsecss 87 
Milwaukee, Lake Sh. & West. .27 West Va. Central & Pittsburgh. <6 
ississippi & Tennessee... Wilmington, Col. & Augusta.... 8 
issouri, Kansas & Texas. Wilmington & Weldon.......... 9 








Concord. 





This company ownsa line from Nashua, N. H., to Concord, 
35 miles; the Hooksett Branch, 7 miles; the Epping Branch, 
1 mile, and the Manchester & North Weare road, 19 miles. 
It leases the Nashua, Acton & Boston, 20 miles, owning 
also all the stock; the Suncook Valley road, 20.5 miles, and 
the Concord & Portsmouth road, 40.5 miles, making 82 
miles owned and 148 worked. The report is for the year 
ending March 31. 

The equipment consists of 40 locomotives; 42 passenger, 
1 smoking, 5 combination, 14 baggage and 4 milk cars: 
402 box, 442 long platform, 30 short platform, 161 long 
coal and 148 dumpcars; 1 pay car and 1 construction car. 

The general account, condensed, is as follows : 


IIE (35's GoLanbbeaes Gxeenccisad didn teeaesd $1,500,000.60 
PRIIEG .  ociven Svarienccteus inked, Sah AhOesee ss, a 10,000.00 
Deterioration and contingent account............. 110,280.91 
I tM ace ane ie AAC RCe aeeeasees cartier 3,932.09 
Interest, rentals and other accounts. ..... ......... 119,330.59 
Concord R. R. (old stock account)...... 0 .......... 48,600.00 


Manchester & Lawrence (old stock account) 
Manchester & North Weare R. R 

May dividend..... .......... ..... 
New station at Concord....... ......cccceccccvees oe 
Cashier Concord R. R........ 


32.000.00 

6,552.24 
75,000.00 
42,841.24 
37,841.37 





2 Ss 3 weiss 14h Meee eesadehaws $2,026,778 .44 
NRE ea ee $1,500,000 .00 
Leased lines and other property ac- 

counts.. ... eccescssee svcces RaeGaeas 


Materials on hand. ee 
IROURD FOOCCRVAIMG . occ cs cccscsccsccces 
RN cabanas nee ree 


190,086.10 
22,436.55 
80,603 .32 





2,026,778.44 
The company has no bonded debt ofany kind. Bi'ls paya- 
ble were reduced $110,000 during the year : the only other 
debts are the usual current balances. 
The traffic for the year was as follows: 
Train miles : 1883-84. 1882-83. Inc.or Dec. P.c. 
i 








Passenger.......... 256,799 236,054 20.745 89 
ee 312,088 352,991 D. 40,903 11.5 
Service and switch’g 246,928 193,276 I. 53,652 27.8 
ae ee 815,815 782,321 z, 4.3 
Passengers carried. 693,851 ....... ‘ os 
Passenger-miles.... 15,954,988  —... .... aa ere re 
Tons fr’ght carried. 1.116.519 1,086,987 I 20,532 2.7 
Ton-miles..... ... .36,088,257 35,972,719 I. 115,538 0.3 
Av. train load ; 
Passengers, No... . 62 shee i baie ashe 
Freight. tons....... 116 102 a 14 13.7 


Of the passenger-miles last year 39.1 per cent. and of the 
ton-miles 62.9 per cent. were of through business, carried to 
or from other roads. 

The earnings for the year were as follows: 


1883-84. 1882-83. Ine. or Dec. P.c. 
WEES asewexacwesuact $703,276 $730,166 D. $26, 3.7 
Passengers............ 390,619 501,440 D. 110,821 22.1 
Mailand express. . 31,727 34,394 D. 2,657 7.7 
Rents, ete aes 17,272 51,890 D. 34,618 66.6 
Rc sale 08-4448. ees $1,142,894 $1,317,880 D. $174,986 13.3 
MONROE occ scenes 666,704 7,562 D. 220,858 24.9 
Net earnings........ $476,190 $430,318 I. $45,872 10.6 
Gross earn. per mile.. 7,992 9.216 D. 1,224 13: 
Net ” a <4 3,330 3.009 I. 321 10.6 
Per cent. of expenses. 58.33 67.27 D. Os... 


There were used in renewals 928 tons of 67-lb. steel rails 
and 92,679 new ties; 669 tons of 56-Ib. steel rails, taken 
from the main line to make way for the heavier rails, were 
used to replace iron on branches and sidings. 

Payments from net earnings were as follows: 


Net earnings, as above...... ORCL ee 
Taxes on capital stock.... pate, howe te 30.25 

Manchester & Lawrence R. R.... .... ...... 3 
Manchester & Keene R. R . 
Rentals paid 





New depot at Concord.......... ...... 228. 
PEN cola p oc kccseks/) desweie sanekn 097. 
Contingent and unsettled claims........ .... 19,000.00 
Nashua, Acton & Boston R. R .............. 18,000.00 
Dividends, 10 per cent............... seceees 150,000.00 
———- 475,188.98 
Balance to contingent fund............ ... ..seeeeess $1,001.27 


The valuation of materials on hand March 81 was $190,- 
086, a reduction of $77,174 during the year. 
During the year two passenger engines, two baggage car. 








May 23, 1884) 





31 coal, 35 flat and 13 dump cars were built in the shops, 
and two switching engives were bought. The equipment 
generally was kept in good repair. 

General repairs were made to several bridges and three 
overhead bridges were rebuilt. A new turn table was put 
in at North Weare, and a contract was let for a three-track 
iron bridge over the Nasbua River, near Nasbua. The 
freigbt depot at Nashua was rebuilt and enlarged, and a 
coal shed 25 by 240 ft. built. Repairs were made to other 
buildings, and a contract let for a new passenger station 
and office -uilding at Concord. 

No passenger was injured, and no material damage done 
to the company’s property by any accident during the year. 





Chicago, St. Louis & Pittsburgh. 


_ This company owns, as purchaser at foreclosure sale, the 
lines formerly known as the Columbus, Chicago & Indiana 
Central, extending from Columbus, O., to Indianapolis, 
from Bradford Junction to Chicago, and from Richmond, 
Ind., to Logansport and State Line, 580.5 milesin all. It 
also uses under contract the Wabash, St. Louis & Pacific 
track from Indianapolis to Kokomo, 55 miles. ‘The first 
report of the present company is for the period from April 
2 (when it tuok possession) to Dec. 31, 1883, but gives figures 
for the whole year 1883. 

The equipment consists of 190 locomotives ; 67 passenger, 
27 baggage, 7 mail and 6 express cars; 2,146 box, 670 
stock, 754 gondola and 65 caboose cars ; 1 tool car. 

The general account, condensed, is as follows: 
AE eae .--- $6,570,142.74 
WUMUNMRTIOEE «5. aiicciesenescehida, Sa0s% Seas as 17,101,200.00 
be ERE SEER ee om 17,543,234.00 
Accounts and balances, accrued interest, etc....... 1,026,625.09 
Income account, balance, ete......... 185,058.04 





WOR. <.c. (chad bcdndee dosed Da ae ee $42,426,259.87 
Cost of property to present Co...... $40,506,255.20 
Supplies on hand ........ ........c00¢ 349,792.80 
Accounts and balances........... abs 446,339.57 
Miscellaneous assets............ 0. 51.801.20 
Ces so Sadsacsc6 ace ccaceucin® Cactebles 10,072,071.10 


—-— —-—- 42, 426,259.87 
The funded debt includes $12,503,000 consolidated bonds, 
aud $5,040,234 old underlying divisional bonds of various 
issues, 
The earnings for the year was as follows : 

















; 1883. 1882. Inc. or Dee. P.c. 
rrr $3,781,107 $3,636,670 I. $144,437 4.0 
Passenger's..... ....... 1,165,407 1,128,909 I. 34498 3.1 
Mail and express....... 248,910 2598 D. 10.95: ‘3 
Rents, etc 100,496 97,501 I. 2,995 3.1 

(| $5,293,920 $5,122,943 1. $170,977 3.3 
Expenses 4,335,965 4,419,359 D. $3,394 1.9 
Net earnings ......... $975,955 $703.584 I. $254,371 36.2 
Gross eara. per mile. .. 9,120 8,825 I. 295 3.3 
N . - — 1,650 1,212 L. 438 36.2 
Per cent. of expenses.. 81.90 86.27 D. Gay 35.3 


Although the present company did rot take possession of 
the road until April 2, 1883, the earnings and expenses are 
given for the full year, in order that proper comparisons 
nay be made. 

The income account was as follows : 


Net earnings, April 2=-Dec. 31..........c0.eccccseecces $837,322.18 

lateral, G66. FOOMINE ss i sanciceneiscsekeescstestennss 27,017.25 
Total... ...... seni iinet nsitecadienndgahik tae $864,329.43 

Rental of Indianapolis-Kokomo line... ... $15,918.03 

DNNVONS OR DOMME: 355 Soe lose nse ches sens 663,363.36 


—_— —-_ 679,281.39 


iotpudn pabenctas $185,058.04 


Expenditures during the year for betterments were 
$675,906, the largest item being $331,295 for new locomo- 
tives. In addition to the above there was an additional 
amount of $82,225 for new cars, which will appear in the 
accounts for 1884. There were 1,250 box, 350 stock and 
326 gondola cars bought under a car-trust, the cost of which 
will be charged one-half to equipment and one-half to in- 
come. 

The traffic for the year was as follows: 


Balance, surplus Dec. 31, 1883 





Train miles: 1883. 1882. Ine. or Dee. P.e. 
2 ee 4.117,859 4,530,866 D. 213,007 4.9 
Passenger.......... 1,543,052 1,424,931 I. 118,121 8.3 
Eee 141,183 127,121 I. 14.062 11.1 

po eee 5,802,094 5,882,918 D. 80.824 1.4 
Pass. car miles ... 6,654,887 5,936,30L I 718,586 12.1 
Freight car miles.. 65,072,533 65,171,669 D 99,136 0.2 
Passengers carried 1,228,701 1,118,518 I. 110,185 9.9 
Passenger-miles... 48,146,452 46,183,683 I. 1.962.769 4.3 
Tons fr’g’t carried 2,782,033 3,001,619 D 219.586 7.3 
Ton-miles.. ..... 526,622,269 547,861,385 D. 21,239,116 3.9 

Av. train load: 

Passengers, No ... 32 34 D, 2 5.0 
Freight, tons...... 176 170 I. 6 5 
Av. receipt: 
Per pass.-mile..... 2.42 cts. 2.44 cts. D. 0.02 ct. 0.8 
” oF Ss eet 0.09 * D. 0.09 * 100.0 
Yer ton-mile..... ; 0.72 * on8 * 4£, 0.06 * 91 
oo ees. .s Se 0.05 “ I. 0.07 ** 140.0 


The figures given are for the full year in both years. The 
average passenger train Jast year was 4.44 cars : the aver- 
age freight train 21.75 cars. The earnings per train-mile 
were 117.93 cents; the expenses 96.59, and the net earn- 
ings 21.34 cents. Of the freight car movement 23.4 per 
cent. was of empty cars. The average passenger journey 
was 39.18 miles ; the average freight haul 189.29 miles. 

Local business furnished 63 per cent. of the passenger- 
miles and 34 per cent. of the ton-miles. The average rate 
per ton-mile on local traffic was 0.86 cent, and on foreign 
0.64 cent, the average rate for all being 0.72 cent. The 
local passenger rate was 2.51 cents, the through rate 2.25 
cents. The cost per passenger-mile was just equal to the 
earnings. 

The report, after reciting the facts relating to the fore- 
closure and reorganization, says : ‘* Your ompany having 
completed its organization March 20, 1883, took possession 
of your property April 2, 1883, and the portion of the road 
in [llinois having been operated im connection with the resi- 
due of the property, the figures hereinafter submitted cover 
the working of the entire line. 

** Under the provisions of the azreement entered into be, 
tween the creditors and stockholders of the C., C & L. C- 
Railway Co.. the consideration to be paid by the Chicago- 
St. Louis & Pittsburgh Railroad Co. for the property in ques- 
tion was: 

“* First, The assumption of the mortgage debts of the 
original companies consolidated into the C., C., & I. C. Rail 
way Co., amounting to $5.3°4,84, of which there have been 
paid to Dec. 31, 1883, $294,600; outstanding Dec. 31, 1883 
$5,040,234. 

“Second. The delivery to the purchasing committee of 
the following securities of your company, to be by them de- 
livered tothe holders of the securities of the C., C. & L. C. 
Railway Co., in accordance with the plan of reorganization, 
viz.: $22,000,000 5 per cent. consolidated first-mortgage 
bonds, $20,000,000 preferred stock and $10,000,000 com- 
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mon stock; but with the agreement that such of the securi- 
ties as should not be needed for the above purposes should 
be returned to your company. 

_‘‘ There bave been issued to Dec. 31, 1883, of these securi- 
ties: 


ee ee OR EE ECCI ee ... $6,570,142 
Amount to be used in exchange for stock of the C., C. 

&I1.C itailway Co., when presented................. 3,178,957 
Balance in the treasury of the company..... ....... : 250,900 
Preferred stock, issued to Dec. 31, 1883........... .... 17,101,200 
WR I een daacnsnins, Coe saetsasl oo etwuse<ecs 431,400 
co nameapeoieaite de. SO RE a ee 2,467,400 
Five per cent. consolidated first mortgage, issued to 

Oe: OE, RCT Dhanceckae cacccctes Goon whaeerees 12,503,000 
To be issued in redemption of certificates.............. 116,000 
Reserved for payment of sectional bonds ............. 5,500,000 
Balance in treasury of the company .......... ....... 3,881,000 


‘*The amount of interest on bonded debt appearing in 
the statements does not show the proper proportion for the 
nine months of the year, as but ove interest payment ma- 
tured during that period on the 5 per cent. bonds of the 
company and on some of the sectional bonds Assuming 
that all the 5 per cent. bonds had been issued which it was 
liable to issue under the terms of the purchase of the prop- 
erty, the total interest for one year on the funded debt, in- 
cluding outstanding sectional bonds, would have been §1,- 
0.08. and the proportion for nine months $752,686. 

‘*Of the sectional bonds, subject to which this company 
purchased the road, the outstanding preferred first-mortgage 
bonds of the Columbus & Indianapolis Railway Co., amount- 
ing to $157,000, the common first-mortgage bonds of the 
same company, amounting to $153,000, and the second- 
mortgage bonds of the same company, amounting to $3,500, 
al-bearing 7 per cent interest, matured Dec. 1, 1883. Up 
to Dec. 31, 1883, there bad been paid of the first issue 
$146,000, of the second $141,000, and of the last $3,000, 
leaving still oustanding at that date, of the former issue 
$11,000, of the second $12,000, and of the last $500. There 
also matured, on Feb. 1, 1884, the first-mortgage 7 ~er cent 
bonds of the Toledo, Logansport & Burlington Railway Co., 
amounting to $510,500, for the payment of which provision 
has been made. No further issue of these sectional bonds 
mitures until Nov. 1, 1886.” 

The increase of earnings from freight was the result of bet- 
ter rates obtained during the year on this class of business, 
the tonnage and ton-mileage having both decreased. The de- 
crease in the tonnage was mainly owing to reduced crops of 
cereals during the past year, and to the fact that a large 
amount of business which formerly passed over the line to 
and from the New York, Lake Erie & Western was trans- 
ferred to the Chicago & Atlantic Railway upon the opening 
of that line to Chicago. 

The condition of the car equipment bas been bettered, and 
additions made thereto. ‘fhe condition of the track, 
especially on the Western Division, has been considerably 
improved. The bridges and buildings were also generally re- 
newed and improved, and the cost charged to expenses. 
There were laid additional side tracks to the extent of about 
17 miles, the cost of which was charged to construction. 

The report says: ‘It was considered essential to the eco- 
romica) handling of the traffic of the road that extensive 
betterments ang additions should be promptly made upon 
the line; aud the sum of $675,905 was expended upon a con- 
nection with the Pittsburgh, Fort Wayne & Chicago Rail- 
way at Chicago, and in the extension of sidingsand other 
improvements. A iturtherexpenditure for similar purposes 
will have to be made during the current year, in order to 
bring the property and its appurtenances to a higher state 
of efficiency. Under a contract authorized by the board, 
and executed April 20, 1883, the company acquired the right 
to use the track of the Indianapolis, Peru « Chicago Rail- 
way, between Indianapolis and Kokomo, ata rental of 6 
per cent on one-half of its appraised value, together with a 
proportionate share of the costof maintaining the same, 
based upon wheelage. * By the same contract, the Wabash, 
St. Louis & Pacific Railway Co was granted the use of that, 
portion of your road lying between Logansport and the 
state line of Indiana and Illinois, upon the same terms. 
This contract gives your company, practically, an unbroken 
line between Chicago, Indianapolis and Louisville aid enables 
it to better control and manage its share of the traffic to 
and from those cities.’ : 

“The several proprietary companies now owning what is 
known asthe Union Railway and depot in Indianapolis 
entered into a new agreement, under the date of Sept. 20, 
1883, for the construction of a new Union passenger depot, 
and such additional tracks and appurtenances as might be 
necessary, and also forthe acquisition of the Indianapolis 
Belt Railway. Under this agreement, the whole property 
thus acquired, including the Union Railway and depot is 
to be appraised, and interest at the rate of 7 ner cent. per 
annum paid thereon in equal shares by the companies thut 
may use the same, the cost of operating and maintaining 
the property , including taxes, to be paid by such companies 
on the basis of their use thereof. The use of these improved 
facilities by all the railway lines converging at Indianapolis 
will effect a satisfactory and prompt handling of the large 
traftic concentrated at that point.” 





Marquette, Houghton & Ontonagon. 


Tbis company owns a line from Marquette, Mich., through 
L’Anse to Houghton, 94.94 miles, with 39.67 miles of 
branches to iron mines, making 134.61 miles in all.- There 
are 34.25 miles of second track and sidings. The report is 
for the year ending Dec. 31. 

During the year the main line was extended from L’Anse 
to Hougbton, 31.76 miles, the extension being opened for 
business Nov. 19. The chief business of the road is from the 
iron mines of the Lake Superior country ; the extension 
carries the terminus into the copper region. 

The equipment consists of 42 locomotives ; 8 passenger 
and 6 baggage cars : 33 box, 114 platform and 2,380 ore 
cars ; 73 road and service cars. 

The general account is as follows, condensed: 


Cleoommn BtOck.... 2... ..cecoecccesccesecscccccccess $2,798,100.00 
Preferred stock... .... c eupekas savananteset seaku 2.259,026.67 
No. av baies sulet Ge tbe (esse: ,don, vides 2,991,700.00 
rrr tT ee 2,642.337.26 


82,229.73 


Accounts and balances payable..... ......-....... 
“ ete 388,597 .23 


TE I PON a diaicccs. 4ndanmess'ss 46% Snyaacaves 
ON 5 ook vcccbbdiscck <obsied Suede 16s th emedsas dons $11,161,990.89 
Road and equipment...... - -$10,878,757.63 
Houghton & L’Anse Jands.......... 5,959.49 
Trustees for 375 shares common 
Pncas «.4ecen gre nee meenaeeeees 
Trustees for redemption of bonds.. 
aasernte and balances.............- 
CN obese rcnadcte sks c0sesnes.ss'ecs 






37,500.00 
204,097.29 
19,984.55 
15,691.93 





11,161,990.89 


The funded debt consists of $1,427,500 Marquette & 
Ontonagon 8 per cent. bonds; $576,200 general 6 per cent. 
bonds of 1908: and $988,000 general 6 per cent. bonds of 
1928; the interest charge is $208,052 yearly. | 

There have been bought and cancelled during the year 
$3,000 of the 8 per cent., and $21,000 of the 6 per cent. 
bonds of the company, and there still remain applicable to 
further purchases of the 8 per cents., $202,780 with the 





3938 








New England Trust Co.; and of the 6 per cents., $1,367.29 


with the Farmer’s Loan & Trust Co. 

The freight tonnage for the year was 980,337 tous, 
against 1,276,616 tons in 1883, a decrease of 286,279 tons, 
or 22.4 per cent. Of the a last year 55,825 tons were 
through, and 924,512 tons local. The decrease in tonnage 
was in iron ore, due to the depressed state of the iron busi- 
ness. 

The earnings for the year were as follows : 








1883. 1882. Inc. or Dec. P. c. 
Rees. 778.864 $1,050,822 D. $271,958 26.0 
Passengers... ........ 108,925 110,995 D. 2,070 1.9 
PRO Onasresanccntn 14,370 14,375 D. D coe 
ey eee UE $902,159 $1,176,192 D. $274,033 23.3 
ere 509,824 553,016 D. 3,192 7.8 
Net earnings....... .. $392,335  $623.176 D. $230,841 37.0 
Gross earn. per mile..... 8, ¢ 11,913 D. 3, 27.4 
Net 2 at ehtea 3.857 6.312 D. 2,455 39.0 
Per cent of exps........ 56.51 47.03 I. 9.48... 


Taxes are included ‘in expenses amounting to $31,338 
last year. There were nine miles of iron replaced with 
steel, of which one-third of the cost was charged to con- 
struction and two-thirds to repairs. Enough steel bas been 
ordered for 1884 to relay eight miles, leaving but nine 
miles of iron in the main line to be replaced in the future. 

The result of the year was as follows: 

UG CREME, BO BUGUD. «.2.0.0-020scnccecentovesescecs secs $392,334.90 
EE ar ere pee | 1,614.10 


Interest on bonds ........ .cesss seve i ‘ 5 
Dividends on preferred stock, 8 per c2ent.. 180,672.00 
—-——- 360,780.37 


Sreties Gar We PON io 5is cok cccscetessncce veces $33,168.63 

The report says: ‘* The extension from L’Anse to Hough- 
ton, adistance of 32 miles, has been completed and was 
opened for business Nov. 19, 1883. This line is substan- 
tially built and is laid with steel rails. 

“There bave also been added to branches four miles and 
to double track one mile; making a total construction of 37 
miles, * * * * 

“Tn comparing the business of 1883 with that of 1882, it 
will be seen that the gross earnings are considerably less; 
but at least this percentage of decrease was to be expected 
in view of the unsatisfactory state of the iron trade. The 
ratio of expenses to earnings was, however, greater, thus 
further decreasing the net earnings. Among the causes 
contributing to the large item of expenses are (1) more than 
ordinary repairs on equipment and docks, (2) taxes exceed- 
ing those of last year by $8,C00. and (3) cost of transporting 
material for constructing the Houghton & L’Anse exten- 
sion; all of which was charged to operation. 


Seaboard & Roanoke. 





This company owns a line from Portsmouth, Va., to Wel- 
don, N. C., 80 miles. Its statement is for the year ending 
Feb 28. 

The stock of the company is $1,302,800, of which the 
preferred stock constitutes $244,800 and the common stock 
$1,058,000. The company bas no funded debt except a 
very small amount of old bonds which have never been pre- 
sented for payment or conversion into stock. 

The earnings for the year were as follows : 





1883-84. 182-83. Inc. or Dec. P. c. 

PN 5a 5x bcoudeovess $666,526 $692,525 D. $25,999 3.7 
RPORGOB: ccinccvccecses 06 os 479.747 519,522 D. 39,775 7.6 
Net earnings....... ... .$186,779 $173,003 IT. $13,776 8.0 
Gross earn. per mile........ 8,332 8,657 D. 325 3.7 
Net we a 0. 9 wens 2,335 2.163 I. 172 «(8.0 
Per cent. of exps........... 71.97 75.02 D. S304 ... 


There was a decrease in tonnage of through cotton over 
the road. The usual improvements were made and the 
road maintained in good condition. No statement of the 
disposition of net earnings is given, but 10 per cent. divi- 
dends were paid. 





Shenango & Allegheny. 


This company owns a line from Greenville, Pa., to Hil- 
liard, 47 miles, with 10 miles of short coal branches, making 
57 miles in all. For part of last year it also operated the 
West Penn & Shenango Connecting road, from Coaltown 
Junction to Butler, 24 miles, but that line is not included in 
the report for the year 1883, 

The earnings for the year were as follows: 


1883. 1882. Ine. or Dec. P.c. 

ERED... cc scasncceepanees $192,302 $171,176 I. $21,126 12.4 

eee ove sane 97,321 I. 21,580 22.2 

Net earnings... ......... $73,401 $73,855 D. $454 0.6 

Gross earn. per mile. ..... 3,374 3,003 I. 371 12.4 

Net “ Re RE 1,288 1,296 D. 0.6 

Per cent. of expenses..... 61.83 56.85 I. | Fo 

The income account for the year was as follows: 

Wot CONRAD, GR BDOVD 0600. o50s0c0scc0ssscnnsecesagsncsans $73,401 
ee OL errr te cenannied $84,000 
Interest and exchange... ........ 0 ...cseeeeeeeeees 5,906 
MisCOMAMOOUS ...... ccccecce soscccccvecesccses coves 2.781 

—-— 92,687 

DBs Low TS POMP... onc ccc cccscccssccsennccnecsoese $19,2 


For 1882 the deficit was $18,018. The funded debt con 
sists of $1,200,000 first-mortgage 7 per cent. bonds. 

Since the close of the year the road has been placed in 
charge of a receiver, upon application of the stockholders. 


Carolina Central. 





This company owns a line from Wilmington, N. C., 
through Charlotte to Shelby, 242 miles. The report sub- 
mitted at the annual meeting is for the year ending March 
31. 

The capital stock is $1,200,009. The funded debt consists 
of $1,800,000 first-mortgage 6 per cent. bonds, $1,200,000 
second-mortgage 6 per cent. bonds, and $1,500,000 third- 
mortgage 6 per cent. bonds. Interest is obligatory on the 
first-mortgage bonds only, the others being income bonds. 

The road is owned and controlled by the parties who own 
the Seaboard & Roanoke, the Raleigh & Gaston and the 
Raleigh & Augusta Air Line. 

The earnings for the year were as follows: 


1883-84. 1882-83. Inc. or Dec. P.c. 

Warnings. ....0.00000: ecceses $555,275 $603,875 D. $48,600 8.0 

EXPOOBES, .......0cccccccecee 490.977 531,063 D. 40,086 7.9 

Net earnings............. $64,298 $72,812 D. $8,514 11.7 

Gross earn. per mile....... 2,295 2,495 D. 200 8.0 

Net lO 266 301 D. 35 11.7 
Per cent. of exps........... 82.42 87.94 IL. 0.48 


Payments from net earnings are not reported. Many im- 
provements of the road were made during the year. These 
betterm uts will be continued cautiously during the coming 
year, as the revenue of the company will permit, as it is the 
aim of the m ement to place the road in a bigh state of 
efficiency. Over 2,000 tons of steel rails have been contracted 
for and are expected early in June. 
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EDITORIAL ANNOUNCEMENTS. 


Passes.—All persons connected with this paper are forbid- 
den to ask for ses under any circumstances, and we 
will be thankful to have any act of the kind reported to 
this office. 


—_—_— 


Contributions.—Subscribers and others will materially 
assist us in making our news accurate and complete if 
they will send us early information of events which take 
place under their observation, such as changes in rail- 
road officers, organizations and changes of companies, 
the letting, progress and completion of contracts for new 
works or important improvements of old ones, experi- 
ments in the construction of roads and machinery and 
in their management, particulars as to the business of 
railroads, and suggestions as to itsimprovement, Dis- 
cussions of subjects pertaining to ALL DEPARTMENTS of 
railroad business by men practically acquainted with 
them are especially desired. Officers will oblige us by 
forwarding early copies of notices of meetings, elections, 
appointments, and especially annual reports, some notice 
of all of which will be published. 





Advertisements.— We wish it distinctly understood that 
we will entertain no proposition to publish anything in 
thisjournal for pay, EXCEPT IN THE ADVERTISING COL- 
uUMNS. We give in our editorial columns OUR OWN opin- 
ions, and those only, and in our news columns present 
only such matter as we consider interesting and im- 
portant to our readers, Those who wish to recommend 
their inventions, machinery, supplies, financial schemes, 
etc., to our readers can do so fully in our advertising col- 
unns, but it is useless to ask us to recommend them edi- 
torially, either for money or in consideration of advertis- 
ing patronage. 





EXPORTS. 








The breadstutfs exports in April this year make a 
much better comparison with those of last year than 
the March exports, the number of bushels being even 
a trifle the greater this year and the value only a trifle 
the less. In wheat there was an increase this year of 
1,546,225 bushels (33 per cent,), and in corn a decrease of 
2,410,338 (463 per cent.). Something of this is due to 
the increase of exports this year following the lower 
prices, but most of it is due to a great falling-off in 
the exports last year after March. Thus, in success- 
ive months the exports have been, in bushels, includ- 
ing flour and corn meal ; 

Four 
January, February. March. April. months. 
1884,,.... 11,797,603 10.494,247 11,219,174 12,866.792 6,377,816 
1883......15,508,781 15,245,885 18,211,880 12,665,991 61,632,537 

The value of the exports for the four months was 
$45,084,699 this year, against $61,916,448 last year. 

Last year, we see, the exports fell off 5,546,000 bush- 
els from March to April, and it is due to this more 
than to the increase of 1,647,000 bushels this year from 
March to April that the latter month shows 200,000 
bushels more exported this year. For the four months 
the decrease is 25 per cent. in bushels and 27 per cent. 
in value. Comparisons with years previous to 1883 
also show that the April movement this year was not 
particularly large, as follows : 





Flour, bbls. Wheat. bu. Corn, bu. Total, bu. 

391,349 5,422,921 9,588,7' 16,772,755 

8.327.587 9,148,499 19,800,829 

9,444,017 12,468,804 24,262,442 

10,694,677 7,421.029 21,072,359 

2 .. 507, 4,828.378 1,199,389 8,309,469 
1883. .. 698 827 3,965,802 5,166,882 12,277,405 
peer 728,362 6,114,526 2,756,549 12,148,704 


Thus the April exports were smaller this year than 
in any of the four years previous to 1882, and only 
about half as great as in 1880. 

The effect of the fall in prices was more than might 
be thought from the figures reported, which are for 
the whole country, including the Pacific coast. Now 
in March San Francisco exported 2,159,000 bushels of 
wheat; in April, only 1,051,000; on the other hand 
the five Atlantic ports exported 4,653,183 bushels in 
April and only 1,947,377 in March. 

The report of provision exports for the month of 
April, and the four months ending with April, shows 
a decrease in the value of cattle and hog products, as 
follows: 


: 1884. 1883. Decrease. P.c. 
ee ere +. $5,263,927 $7,775,362 $2,511,435 32.5 
Four months............ 26,923,079 38,980,552 12,057,473 30.9 


In April there was an increase of about 57 per cent. 
in the number and of 45 per cent, in the value of the 
live cattle exported, and of 20 per cent. in the fresh 
beef, but a decrease in salt beef and tallow, a very 
large decrease in butter (47 per cent. in pounds and 
value), and an increase of i1} per cent. in pounds and 
a decrease of 17 per cent, in value of cheese, while in 
all hog products but lard there was an enormous 
decrease, amounting in the aggregate to 40 per 
cent. in pounds and 44 per cent. in value, The 
decrease in the value of all cattle products was only 
9} per cent., and these made up 45 per cent. of the 
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total value of provisions exported this year, against 34 
per cent. last year. But all that this means is that the 
beef and tallow exports have not decreased so much as 
the pork and lard expurts, which also may he said of 
the exports for four months, in which there was a de- 
crease of 40 per cent. in hog products, and of 53 per 
cent in cattle products. 

The exports of hog products in April were the 
smallest in any month since 1876 at least, except Oc- 
tober, 1882, and the decrease from last year does not 
adequately show the falliing-off, for the exports last 
year were with one exception the smallest for seven 
years. The exports (in thousands of pounds) in April 
for eight successive years have been: 





Year 1,000 Ibs. | Year. 1,000 lbs. 
re ees 4G See ae 64,215 
RRS RETIN a8 ee  POBBTT | BBBB. 02.00 s cccccccccccees 45.243 
es LD Bigaiw icicw: sinsncesncoss 46,729 
.,, SRS haere POR Oe er 28,296 


Thus not only were the exports this year in April 
40 per cent. less than in 1883 and 1882, but they were 
56 per cent. less than in 1881 and 80 per cent. less than 
in 1880, and not half as great as in 1877 even, when 
business was at the extreme of depression. For the 
four months ending with April the course of exports 
has been similar, as follows : 


Year. 1,000 lbs. | Year. 1,000 lbs. 
 ARRSRAAR aoe ; i) Serer 478,789 
ee = 499,054 | 1882 .............. ....289,597 
sce ce vavwnguaseuan 481,312 | REC EY ae 264,821 
— EERGEA SRE SSS ES 471,484 | 1884.. ... » seeckeaee 


Thus tbe exports this year were less than in any 
other of the eight—35 per cent. less than last year, 41 
per cent. less than in 1882, and 64 per cent. less than 
in 1881, when the exports were nearly the same as for 
three years previous, 

This vast falling-off since the great failure of the 
corn crop in 1881 has been one of the most serious 
disturbances in our exports. The decrease in ex- 
ports has been much larger than the decrease 
in production, however, as the home consump- 
tion has increased considerably and always is 
much more than the exports. We have not had 
a good corn crop since 1880, though the last two have 
been much better than that of 1881. Yet it isthe most 
important of our crops, and the one most likely to be 
good. A full yield again would be of enormous ad- 
vantage to the country, though it might not at once 
cause a recovery in our provision exports. The low 
price of wheat, should it continue, favors this, how- 
ever, as what the foreign workman saves in bread is 
very likely to go for more meat. 

The Bureau of Statistics has a special year for dairy 
products, ending with April. The value of the ex- 
ports of these products is given as follows: 
Increase. Pc. 
$2,946,251 23.3 

There was an increase of no less than 87 per cent. in 
the quantity of butter exported, though in the last 
four months of the year (that is, the first four months 
of 1884) there was a decrease of 28 per cent. In cheese 
the increase was 18 per vent., and at about the same 
rate in the four months of this year. The value of 
these exports is about one-tenth that of the grain’ ex- 
ports. 

About 81.7 per cent. of the butter and cheese ex- 
ports last year went from New York, 8.4 from Boston, 
and 5.2 from Port Huron, leaving but 4.7 per cent. 
to go from all other ports. Small exports like these 
are likely to go by way of New York much more than 
heavy freights, like grain and cotton, but Boston 
usually has a larger share of these exports than any 
other port. Thus of the exports of hog and ca tle 
products, exclusive of butter and cheese, for the last 
six months, 66.6 per cent. went from New York, 13.7 
from Boston, 8.7 from Philadelphia, and 7.5 per cent. 
from Portland, leaving 4.5 per cent. for all other places. 
But in flour and grain for the ten months ending with 
April, while New York exported 37.9 per cent. of the 
whole, 17.7 per cent. went from San Francisco, 14.8 
from Baltimore, 11.0 from Boston, 5.8 from Philadel- 
phia, 2.9 from New Orleans, and 2.8 from Portland, 
Or.; so that 7.6 per cent. was exported from other 
places. But if the flour exports were separated we 
should find a larger proportion of them from New 
York and Boston and a smaller proportion of 
the grain. In the single month of April 41.1 per 
cent. of the flour went from New York, 26.6 from 
Boston, 15.9 from San Francisco, only 4.4 from Balti- 
more and 3.9 from Philadelphia; though 21 per cent. 
of the wheat went from Baltimore and 8.5 from Phila- 
deiphia, and only 38 per cent. from New York and 8.6 
from Boston, Thus New York and Boston exported 
67.7 per cent, of the flour but only 46.6 percent. of the 
wheat. 

Taking the values of the breadstuffs and provision 
exports together, the amounts in the month of April 
and the four months ending with April bave been 


1884, 1883. 
Butter and cheese....$15,571,376 $12,625,135 


1884. 1883. Decrease. Pc. 
CS $17,521,112 $00/807 000 } hte 13.5 
Four months..,. 72,007,778  100,897,( 8,889,222 28.7 
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For four years the exports for the four months have 
been: 


1881. 1882. 1883. 1884. 
Breadstuffs ... $71,570,621 $45,402,296 $61.916,448 $45.084,699 
Provisions .... 52,470,972 36,800,634 38,980,552 26,924,079 


Total. .. .$124,041,593 $82,202,840 $ 100,897,000 $72,007,77 








Thus the value of these exports this year is 12.4 
per cent. less than in 1882 even, and 42 per cent. less 
than in 1881. The decrease since 1881 has been nearly 
as great in amount in provisions as in breadstuffs ex- 
ports, and is very unsatisfactory. 











ENGLISH FREIGHT ENGINES. 


Mr. T. W. Worsdell, who was formerly Master 
Mechanic on the Pennsylvania Railroad, is now Loco- 
motive Superintendent of a large English railroad, 
and is building thirty freight engines of the type we 
illustrate. Most of the details of these engines have 
been in use on the line in question, the Great Eastern, 
for many years, having been designed by Mr. Wors- 
dell’s predecessors, Messrs. William Adams and 
Massey Bromley, and the fact that Mr. Worsdell has 
indorsed these details is strong evidence that they have 
been found to work well. We therefore describe some 





‘of these details in another column, and add the ac- 


count of the engines given by Engineering, to which 
we are also indebted for the engravings. 

Strange to say, some of the American features for 
which the engines of this road were conspicuous have 
disappeared under Mr. Worsdell’s régime, and the en- 
gines now illustrated are apparently performing the 
work and hauling the heavy coal trains for which the 
Moguls illustrated in the Railroad Gazette of March 
5, 1880, were designed. 

We should certainly have imagined that the Moguls 
presented many advantages over the inside-cylinder 
six-coupled rigid wheel-base locomotive, the usual 
type of English freight or ‘‘ goods” engine, which is 
shown in our engravings. Leaving out of account 
the inevitable loss of power and over crowding of parts 
due to the small cylinders and confined space insepa- 
rable from inside cylinders, and taking one point only, 
the distribution of weight in Mr. Worsdell’s engine is 
such that the weight on the main drivers is 40 per 
cent. in excess of that on the hind drivers. This must 
surely lead to unequal wear of the tires, and in the 
Mogul type can be entirely got rid of by means of 
equalizing levers. In the English type of engine, an 
equalizing lever between the main and hind 
drivers would decrease the weight on the main 
drivers, and increase that on the front drivers, 
which are already pretty heavily laden. The 
same effect would follow if the equalizing lever 
was placed between the front and main drivers. 
But in running over a rough road we should antici- 
pate trouble with this engine. The centre of gravity 
is only 2.72 in. in front of the centre of the main driv- 
ing-axle. This distance is so short that if the hind 
drivers were entirely unsupported in passing over a 
bad joint, the engine would be nearly balanced on the 
main drivers, which would receive almost the whole 
weight of the engine, while the front drivers would 
be loaded with ,2,73, of this weight, or only 1,900 Ibs., 
exclusive of the weight of the wheels and axle, which, 
under some circumstances, would be insuificient to 
keep the wheel flange from riding up on the rail, and 
throwing the engine off the track. This may be an 
extreme though not an impossible case, but it is evi- 
dent that the tendency to unequal loading exists, and 
possibly might give trouble on the rough roads occa- 
sionally found, even in England. 

It is generally considered necessary to the safety of 
an engine without equalizers that the centre of grav- 
ity should ke considerably in front of the main driv- 
ing-axle. When this is the case the whole of the 
weight cannot come upon the main driving-axle, as 
the weight must be tosome extent distributed between 
the front and main drivers, and the front drivers can- 
not be entirely relieved of load. Even in the engine 
in question, however, this danger could be effectually 
guarded against by the use of an equalizing lever. The 
weight, however uneven the road, must then be dis- 
tributed between the fulcrum of the equalizing lever 
and the axle not equalized. If the lever were placed 
between the main and hind drivers the action of the 
lever would put a load on the hind driver springs, and 
force the wheels down, the main drivers being 
relieved of their excessive load. Of course it is 
possible to fix equalizers so badly that their advantages 
are lost. The play allowed may be insufficient or the 
amount of angular movement may be lessened by an 
accumulation of dirt and rust, and even under favora- 
ble circumstances exact equality of distribution of 
weight is not attained, owing to the friction of the 
joints, etc. With a little care and attention, however, 
very valuable results can be obtained with equalizing 
levers, which render an engine less liable to leave a 
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rough track, while the life of the springs is considera- 
bly increased, as they are not subjected to the exces- 
sive straius often found on engines without equalizers. 
In one case of this kind a spring on a forty-ton engine 
was apparently loaded with about one-eighth of the 
weight of the engine resting on thesprings. In running 
over a rough road at a high speed this spring broke 
repeatedly, but, on being tested, it was found that it 
required the weight of the whole engine, excluding 
wheels, to break similar springs. The obvious pre- 
sumption is that in running this particular spring had 
to carry occasionally eight times its apparent load, 
and broke accordingly. Equalizing properly carried 
out provides a remedy which is more or less perfect, 
according to the freedom from friction, the amount 
of play and clearance provided, and the length and 
proportion of spring hangers used. 

As can be seen from the drawings, the engines are 
fitted with an ordinary form of Stephenson’s shifting 
link motion, which flatly contradicts Mr. Wayland 
Turner’s confident assertion, ‘‘ Since the development 
of the Joy valve gear on the Great Eastern Railway, 
no locomotives built, building, or projected for that 
road have anything but the Joy gear.” We printed 
Mr. Turner’s letter as above quoted on the same day 
these engines were described in Engineering, and a 
fortnight after they had been illustrated in the same 
paper. 








THE DENVER & RIO GRANDE RAILWAY. 


The Denver & Rio Grande Railway Company, whose 
bonds are now selling at very low prices, by its last 
annual report had a funded debt (including rolling- 
stock trusts}, of $22 894, and a capital stock of $26,955 
per mile. It is also guarantor of the interest on the 
Denver & Rio Grande Western bonds, whose 362 
miles of road it leases, paying 40 per cent. of the gross 
earnings as rental. This leased road was opened 
to a connection with the Central Pacific in 
May of last year, and its gross earnings (on an 
average of 306 miles worked) were $805,767 
($2,633 per mile), but as the working expenses 
were $802,026, the net earnings were but $3,741 
($123 per mile), and were $318,566 less than the 
rental. The leased road’s bonds now amount to 
$6,157,000, the yearly interest on which is $369,420, 
requiring gross earnings of $923,55) in order that the 
rental may equal it. There is every probability that 
the earnings will exceed this, but not much that the 
expenses will be as low as 60 per cent., as the 
larger portion of the traffic is taken in competition 
with the Union Pacific to Utah, or with all the lines 
to the Pacific coast to California, and the Denver & 
Rio Grande route is very circuitous and very hard to 
work. Thus there may continue to be a loss on this 
lease, which will increase the charges of the Denver & 
Rio Grande Company. ; 

The great system of this company, with the leased 
Utah line amounting to 1,679 miles, has been chiefly 
the growth of a few years past. there being but 346 
miles of it at the beginning of 1880, at which time the 
country on the larger part of the new mileage was 
very thinly peopled, as may be judged from the fact, 
though it includes more than one-third of Colorado, 
that part of the state had less than 80,000 inhabitants 
by the census June 1, 1880; while in an area 100 miles 
north and south of the eastern 225 milesof the Utah 
line the population at the same time was less than 5,000. 
There was rapid growth and development in Colorado in 
1880 and 1881, but apparently the growth has been 
much slower since. The growth of the traffic to sup- 
port the mileage has not kept up with the increase in 
mileage, and the traffic per mile of road, which was 
equivalent to 49 passengers and 209 tons of freight 
each way daily over the entire mileage in 1881, fell to 
364 passengers and 142 tons in 1882, and was 36 
passengers and 170 tons in 1883. The increase in 
freight last year was manifestly due to the opening of 
the Utah line—to the through freight—for the average 
rate received fell from 3.62 cents per ton per mile in 
1881, and 3.65 in 1882 to 2.77 cents in 1884, this reduc- 
tion in the rate making a difference of no less than 
$1,690,000 in the net earnings. There was also a de- 
crease in the average passenger fare from 7.27 cents 
per mile in 1880, 5.56 in 1881, and 5.12 in 1882 to 3.60 
cents in 1883, and the decrease from 1882 made a dif- 
ference of $620,000 in the net earnings. 

It will be observed that notwithstanding the great 
reduction in 1883, the rates were still very high. The 
Union Pacific, for instanée, received an average rate 
of 1.77 cents per ton per mile last year, and 1.95 cents for 
local freight, and its average passenger rate was 3.13 
cents. Doubtless the Denver & Rio Grande rates were 
reduced last year by competition more than they need 
have been, but provably alsoa considerable reduction of 
its rates would have been inevitable had there been no 
competition. Such rates as it was able to collect in 








1880 and 1881 may be feasible enough in a ‘‘ boom” 
period of a mining country, when men and sup- 
plies will rush into and out of new mining dis- 
tricts even if they must be carried over mountains on 
mules at five times the usual cost of the highest rail- 
road rates. But there are few settled industries which 
can afford such rates. Some mining industries doubt- 
less can, but when they cannot a reduction is sure to 
be made, as the railroad company will accept a small 
profit rather than go without any. This road, how- 
ever, evidently cannot make as low rates as most 
others, because of the thinness of the traffic and the 
cost of working. The average passenger train-load 
last year was but 20} persons, and the average 
freight train-load 58 tons, and the average ex- 
pense per traffic train mile was 89 cents. The 
company’s distribution of expenses between passenger 
and freight trains makes the cost 853 cents per passen- 
ger-train mile (earnings $1.024), and the expenses per 
freight-train mile 904 cents (earnings $1.61). The 
train loads are of course limited by the gauge; but 
doubtless they would not beso extremely small but 
for the thinness of the traffic on many of the lines of 
the company’s great system. The Union Pacific’s 
average train-loads last year were 56 passengers and 
155 tons of freight, and it too has many lines with 
light traffic. With the train-loads so very much 
smaller, the Denver & Rio Grande competes at a great 
disadvantage. The Union Pacific trains are 2% 
times as large but its expenses per train mile 
were only 55 per cent. greater ($1.38 against 
89 cents). In addition to this the traftic for 
which it competes with the Union Pacific has to be 
hauled a much longer distance over the Denver & Rio 
Grande, the distance from Ogden to the Missouri River 
being 1,424 miles by the Rio Grande route, and 1,036 
by the Union Pacific, so that the through charge which 
gives the Union Pacific a cent per ton per mile, gives 
the Denver & Rio Grande but 0:7 cent, or 30 per 
cent. less. Thus a reduction in the rates on the Utah 
and Pacific traffic, which simply reduced the profits 
of the Union Pacific, may have caused losses to the 
Denver & Rio Grande. 

The last-named company last year earned net barely 
$158,000 (6 per cent.) more than its fixed charges. 
These charges will be larger this year, but apparently 
not very much larger. The gross earnings for the first 
three months of this year fell off 94 per cent. and the 
net earnings 73 per cent., to $124,543, which is not one- 
fifth of the fixefl charges for the quarter. An unfavor- 
able winter had much to do with this great falling- 
off, and the revival of the transcontinental pool this 
month will probably do something toward increasing 
the rates on a part of this road’s traffic; but a very 
great improvement will be required to make the net 
earnings equal to the interest and rentals. 








An early advance of east-bound rates may be ex- 
pected soon. The chief ostacle, as we have said 
heretofore, has been the lack of any effective agree- 
ment concerning the Peoria and Ingianapolis ship- 
ments. Contracts setting forth what shall be included 
in pools at these places, and providing for the award- 
ing of percentages to the different roads, have now 
been signed by all who had been most disin- 
clined, including the Indiana, Bloomington & 
Western, which was the _ principal objector. 
As we write, not all of the companies have 
been heard from, but those not heard from were all 
in favor of the pools when the subject was discussed 
It does not follow necessarily that rates will be ad- 
vanced when these pools go into effect, of course, but 
heretofore the only objection offered to an advance of 
rates has been that there was nothing to secure the 
maintenance of agreed rates at these places. 
Probably an advance of 5 cents, to a Chicago-New 
York eighth-class rate of 20 cents, is all that will 
be ventured on, which will leave it 5 cents lower 
than in 1883 and 1882, and 10 cents lower than 
in 1880. An advance of 5 cents means $1 more of 
profit on every ton shipped. The shipments from 
Chicago averaged aodout 175.000 tons a month while 
navigation was open last year, and $175,000 of addi- 
tional profits to be divided among 15 or 20 different 
railroads is not a great fortune to any. To the Chi- 
cago road which has the largest share of the traffic, 
it will give less than $20,000 amonth. This, however, 
is no inconsiderable addition to net earnings, and, 
moreover, the Chicago shipments are not the whole 
of the east-bound traffic, by any means. In 1680 
they were but 23 per cent. of the whole, though a 
considerable part of the other 77 per cent. originated 
at some distance east of Chicago, and so paid less 
than Chicage rates; and the advance will be less than 
5 cents on this freight. It may easily be, however, 
that 5 cents per 100 lbs. on through east-bound freight 
will add $500,000 a month to the net earnings of the 





railroads carrying it, which in these days of panic 
and light earnings would be very acceptable. 








There is a great difference between the present rates 
for transportation and those charged when the panic 
of September. 1873, occurred. Lake rates had been 
what was then called low before harvest, shipments 
of corn from Chicago to Buffalo having been made 
early in August for 4centsa bushel. But there was a 
fine wheat harvest that year, a large demand for it, 
and it came forward in unusually large quantities 
unusually early (being more largely spring wheat than 
in later years), and the demand for transportation was 
so pressing that by Sept. 2 the lake rate had gone up 
to 13 cents a bushel, and continued as high as that for 
weeks. Now and for some time the lake rate has been 
1% cents for cora and 2 cents for wheat from Chicago 
to Buffalo, with some recent shipments } cent lower 
even. 

In 1878 the rail rate from Chicago to New York un 
til Sept. 13 was 45 cents per 100 lbs., and then it 
was made 50 cents, equal tu 30 cents a bushel for 
wheat and 28 for corn. Since March 20 the rate 
this year has been 15 cents—9 cents a bushel for wheat 
and 8.4 for corn. Evidently there isno such room for 
a reduction in rates now as there was in 1873. They 
have already been reduced 70 per cent., and there is 
only the other 30 per cent. left to reduce. But it should 
be said that in 187% through traffic, at least east-bound 
traffic, was exceptionally large and profitable when the 
panic occurred and for months afterwards, which is 
just contrary to the present condition of things. Then, 
though there had been an enormous increase in the 
railroad system, there had been no increase in the 
number of the trunk lines and Jittle increase in their 
immediate connections—in the through lines between 
the seaboard and Chicago, the Canada Southern being 
the only one of much importance, and that getting no 
traffic worth mentioning for years. The Chicago line 
of the Baltimore & Ohio was not opened until the 
next year. The great multiplication of roads had 
given additional feeders to the trunk lines and did not 
divert traffic from them. There was no Nickel Plate, 
no Chicago & Atlantic, no Lackawanna extension, no 
West Shore. Then the reduction in rates, from com- 
petition or other cause, came after the panic. Now 
it has preceded it and without doubt has something 
to cause it. Indeed, the reduction in rates, coupled 
with the lighter traffic per road caused by the multi- 
plication of railroads, bas doubtless done much to cause 
it or to cause the long-continued and great deprecia- 
tion in the prices of shares which caused the losses 
which caused the failures which caused the panic. 








The last report of railroad earnings before the 
panic of 1873 was for the eight months ending with 
August, when 25 roads, with about one-fourth of the 
mileage of the country, showed an increase of 11 per 
cent. over the previous year in total earnings, and an 
increase of 4} per cent. in earnings per mile. For the 
first three months of this year 76 roads, with nearly 
half the mileage in operation, reported a decrease of 6 
per cent. in total earnings and of 12} per cent. in 
earnings per mile. 








The Northern Pacific, which has heretofore had much 
larger earnings in May than in April, earned $639,100 
in the first two weeks of May this year, against $657,100 
in the first two weeks of April. This, however, is not 
because the earnings were small in May, but because 
they were extraordinarily large in April, when the in- 
crease over last year (for the two weeks) was 91 per cent, 
It was 68 per cent. in May, which ought not to be disap- 
pointing. The Canadian Pacific ought to have a great 
increase in its traffic in May—more than the Northern 
Pacific, because the longer winter does not enable it 
to get fully at workin April. Last year it earned half 
as much in May as in the entire four months previous, 
and so also in 1882. This year its earnings for 
the first two weeks of May have been $197,000, 
against $211,000 last year, while in the first 
two weeks of April the earnings were $168,000 
this year and $185,000 last. The opening of naviga- 
tion on Lake Superior should have given the Port 
Arthur-Winnipeg section a traffic in May that had 
been lacking previously. After spring opened 
probably a very large share of this road’s earnings 
were for carrying construction materials for itself 
last year, and there is probably comparatively little of 
that this year. The same was true of the Northern 
Pacific last year, however, which charged excessively 
high rates on the vast amount of materials which it 
carried for construction, and in this way manufac- 
tured a very large part of its gross and net earnings 
last year. 

The roads northwest of Chicago do not show great 
changes from last year in the first two weeks of May. 
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The Milwaukee & St. Paul has a loss of 34 per cent. 
and the Northwestern a gain of less than 44 per cent., 
both having a considerable increase of mileage. In 
April the differences were in the same direction, but 
smaller. The St. Paul & Omaha, however, shows an 
important increase—15 per cent.—in the first two 
weeks of March and 26 per cent. in April, its increase 
in mileage being about 10 per cent. 











The Massachusetts Legislature has passed an act 
(given in full on another page) requiring all railroad 
companies to put automatic or safety couplers upon 
their freight cars. Time is given to the companies, as 
the act requires them to put the couplers on all new 
cars built, and on all old cars as they are repaired only: 
so that the change can be made gradually. The act 
does not take effect until March 1, 1885, and in the 
meantime the Legislature instructs the Railroad Com- 
mission, ‘‘ after examination and test,” to prescribe a 
form or forms of automatic or safety couplers to ke 
used by the railroads of the state. The recommenda- 
tion of any form of coupler by the Commission will 
not be final, however, for the act gives the Commis- 
sioners authority to withdraw or annul their recom- 
mendations, should they deem it best to do so. 

The Commissioners apparently realize that the work 
of examination and test which they have to do under 
the law is not an easy one, and they do not intend to 
begin it during the heat of summer. The first hearing 
on the coupler question is appointed for Sept. 25 next, 
and a circular has been sent out to notify parties in- 
terested. This date, while it gives plenty of time to 
prepare applications to the Commission, leaves only five 
months for the examination and test of couplers, which 
is but a short time for that purpose, as it is probable 
that a very large number will be submitted. 

Of course Massachusetts cannot settle the coupler 
question, because it must be settled for the whole rail- 
road system and not for that of any one state; and 
should Massachusetts require that couplers used in 
that state should be of designs not used by railroads 
out of the state, it would very largely cut itself off 
from the railroad system of the country. A somewhat 
similar attempt was made a few years ago in Con- 
necticut, with unsatisfactory results. But if the 
Massachusetts law results in inciting the railroads to 
inquiry and experiment, it will have a good effect. The 
Massachusetts Commission is better adapted than a 
congress of commissioners of different states to conduct 
tests, and if these are thorough enough, they may cause 
an important step to be taken toward the end so much 
to be desired, greater safety in coupling cars, if they 
do not secure it at once. 





The Philadelphia & Reading is again paying its em- 
ployés with its notes, payable in four months, and 
bearing 2 per cent. interest for that time. These are 
the very last payments that should be made in this 
way. The employés have the first claim, and should 
not be subordinated to the creditors who furnish sup- 
plies nor even to the bondholders. An employer 
has no right to borrow money of his workmen 
against their will to pay his debts, and this is what 
paying them in scrip amounts to. No one would 
venture to do this with other creditors, because 
they would not submit to it. The employés 
may submit because they feel helpless, but it is none 
the less an imposition on them. It may be argued 
that if the men do not accept the company’s paper it 
will not be able to employ them, and they will have 
to go without work. This is not true. If the com- 
pany is not able to pay its employés and all its other 
creditors, it may have to go into a receiver’s hands ; 
but the receiver will work the road, and will need as 
many men as ever. The difference would be that 
some of the creditors who have lent money to the 
company would go without their interest, while the 
workmen would be paid their wages; and we maintain 
that this is better than to borrow the men’s wages to 
pay interest, which is done not only when they are 
paid in scrip, but when a company is three or four 
months behind with its pay-rolls, as has happened on 
several roads in this country, but which never ought 


to happen so long as the wages do not exceed the total 
earnings. 











The Boston & Albany Railroad, which has hereto- 
fore only reported yearly, is required to report quar- 
terly to the New York Railroad Commission, and 
makes the following showing for the first three 
months of 1884 : 


Gross Net Fixed 
earnings. Expenses. earnings. charges. Surplus. 
$1,751,692 $1,216,651 $535,041 $272,500 $26 7,541 


The surplus for the quarter over interest and rentals 
is equal to $1.31 per share of stock, while the com- 
pany pays 8 per cent. dividends yearly. But this is 
probably always the worst quarter in the year. The 
figures would be very much more significant if they 








could be compared with those for last year. In future 
years this will be possible, and in course of time these 
reports will give a clue to the course of traffic, earnings 
and profits, such as has been entirely lacking heretofore, 
for not only are there some very important railroads in 
New York, but most of them have heretofore reported 
only annually—at least have not reported their work- 
ing expenses and fixed charges oftener. 








The New York, New Haven & Hartford report to 
the New York Railroad Commission for the first 
quarter of 1884 is as follows: 


Gross Net Prior 
earnings. Expenses. earnings. charges. Surplus. 
$1,485,639 $930,535 $555,104 $234,385 $320,719 


The company reports under what we have entitled 
** prior charges” $99,521 as ‘* miscellaneous”—not in- 
terest on bonds or rentals. The surplus reported is 
equal to $2.07 per share of stock, on which 10 per cent. 
is paid yearly. Probably it is not usual for as much 
as one-fifth of the profits to be made in the first quar- 
ter of the year; but as the company has not made 
quarterly or monthly reports heretofore we cavnot 
say positively. 


New York Grain Receipts. 

The grain and flour receipts at New Yorkin April were 28 
per cent. more this year than last, when they were excep- 
tionally smal]. They were 21 per cent. more than in March 
this year, while last year the receipts were 44 per cent. less 
in April than in March. But the April receipts this year are 
notable chiefly because they are not divided as usual among 
the several railroads. As we showed a month ago, 55.4 per 
cent. of the total rail receipts at New York in thefirst three 
months of this year were brought by the New York Central 
Railroad; in April it brought only 33.7 per cent. of the 
whole. 

Its loss goes to all the other roads except the West Shore, 
the percentages of the rail grain brought by each road 
having been: 


N. Y. Cen Erie. Penna. Lack. Other 

roads. 

Jan. to March............33.4 20.2 11.0 7.4 6.0 
SEN fe seatscundienesssotcee 37.8 14.5 9.1 4.9 
oO Ge! | era: 48.8 25.6 12.1 7.9 5.6 


Tois change means that the New York Central carried 
an unduly large share of the grain in the first three months 
of the year, and that the other roads began to make up for 
it in April. That it did carry an unduly large share 


is indicated by the fact that in previous years 
it has usually carried a smaller proportion, and the 
change in April still leaves it with more than its 


usual share of the grain, though the advent of two new 
roads would naturally decrease its proportion. The Lacka 
wanna brought alarger quantity to New York in April 
than in any other month of its existence except March of 
last year; the West Shoreis not reported separately, but 
probably the whole increase over last year in the receipts 
by ‘‘ other” roads came by it, and the increase in April was 
800,882 bushels (4.3 per cent. of the rail receipts), and in 
the four months ending with April was 1,008,968 bushels 
(4.4 per cent. of the whole). 

It appears above that the larger part of the New York 
Central’s decreas? in percentage in April, compared with 
preceding months, fell to the Erie; but it also appears that 
the Erie had an exceptional small share in the first three 
months of this year. 
enormous. 


In fact its decrease from last year was 
The change in April was great for it, and if 
rates had been fair would have added materially to its earn- 
ings. Thus it brought to New York inthe three months 
ending with March and in April, in bushels: 
1884. 1883. Inc. or Dec. P.c. 
.+.e. 3,213.781 7,871,661 — 4,657,880 59.2 
ee are: ... 2,658,843 2,042,397 +. 615,946 30.2 
This year 1t carried only 35,316 bushels per day down to 
the end of March, and 88,614 in April. The bushels and 
percentages of the total received at New York in the first 
four months of this year and last have been, by each route: 






Jan. to March.... 
April 














———_—— 1884. _—~“A — 1883. 

Busbels. P.c. Bushels P. c. 
Mae BRS acksevases 11,184,408 46.8 14,452.324 45.2 
Mass 4h 5,u8G Qe enae 5.872,124 24.5 9.914,058 31.0 
oO emer re 11.6 4,306,285 13.4 
Lackawanna........... .821,663 7.6 1,766,811 5.5 
Uther roads.. ......... 1,289,422 5.4 280,454 0.9 


85.9 30,719,932 96.0 

4.1 1,294,781 4.0 
100.0 32,014,713 100.0 

In the aggregate there has been a falling-off of one-fourth 
from last year’s receipts, but as the new roads have gained, 
there is a decrease of more than 30 per cent. in the aggre- 
gate receipts by the three old roads. But the decrease has 
fallen on them very unevenly, the New York Central having 
lost but 2214 per cent., the Pennsylvania 36 per cent., and 
the Erie no less than 40%4 per cent. So far as New York 
business is concerned, therefore, it seems to have been the 
chief sufferer by the irregular rates of last winter. 


Total by rail........ . 
ie ; 





MEE cS anoesbinhuaes 23,911,544 








Lake Superior Steamboat Rates and Chicago-St. 
Paul Rail Rates. 





The steamboats which carry from Buffalo to the bead of 
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Lake Superior make rates on freights to St. Paul and Min- | 


neapolis so low (connecting with the St. Paul & Omaha 
road at Washburn, near Bayfield), that it disturbs the rates 
from Chicago and Milwaukee to St. Paul. The distance by 
lake is rather less to Washburn than to Chicago, and to St, 
Paul the distance from Washbuin is 190 miles ; from Chi 
cago, 409 miles. 


| 
| 
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per cent. of the shipments on account of its Washburn line 
by the recent arbitration, but it is not easy to see how it can 
avoid carrying to St. Paul all that the steamers may bring 
it. Even charging as much from Weshburn as from Chi- 
cago to St. Paul might not prevent lower rates by this route 
than by Chicago; for vessels going to the head of Lake 
Superior might make, and in a mauner be compelled to 
make, lower rates than the steamers between Chicago and 
Buffalo. 

This route is essentially like that which has existed for 
more than ten years by steamers to Duluth and thence by 
the St. Paul & Duluth Railroad. It was at one time thought 
that this would be the chief route for the supply of St. Paul 
and Minneapolis, and especially for carrying their heavy 
freights eastward; but actually it hascarried comparatively 
little—chiefly flour down and a little coal up. There is but 
155 miles of rail haul in this route, and it. as well as the 
Washburn route seems well calculated to keep down the rail 
rates to and from Chicago and Milwaukee. But actually it 
has had comparatively little effect on them. They are usu- 
ally as high as between Chicago and Missouri River points, 
though in addition to this competition by Lake Superior 
steamboats, the St. Paul lines suffer the competition of the 
small steamers on the upper Mississippi which run in con- 
nection with the railroads across Dlinois. As the country 
directly west of Minnesota grows, the effect of these lines 
from St. Paul to Lake Superior is likely to become 
greater, however. From Duluth to Fargo is but 252 miles, 
from St. Paul to Fargo 22 miles more by the Northern 
Pacific, and 9 miles less by the Manitoba. If St. Paul is to 
compete on equal terms for the supply of Fargo and the 
country further west and north—for the Red River valley 
and all North Dakota—the freights must not be much higher 
by way of that place than by Duluth cr Washburn. But 
that this may be so the railroads must charge no more for 
the haul from Duluth to St. Paul and thence to Fargo than 
for the haul from Duluth or Washburn direct to Fargo. Inu- 
deed, counting the cost by lake as in proportion to distance, 
and thus the transportation from Buffalo to the upper Lake 
Superior ports as cheap as to Chicago, the whole cost of rail 
transportation from Chicago to St. Paul must be eliminated 
in order to give St. Paul an equal chance for the North Da- 
kota trade. This may be done by distributing it over the 
lines west of St. Paul or east of Chicago, or by making the 
rate per mile much higher from Duluth westward than 
from St. Paul westward—none of which things is likely to 
be done permanently. 

Two things work against the effectiveness of this greater 
directness of the water route by Lake Superior. The first is 
that greater cheapness even does not command the bulk of 
the merchandise shipments—sume of the coarser goods 
only will go by lake to save a few cents per 100 Jhs.; 
and the rail route is shorter to St. Paul than to Duluth. 
More than this, probably, has been the effect of the great 
flouring mills at Minneapolis, which so far have consumed the 
larger part of the wheat of the Red River valley, and so 
have compelled a heavy movement in that direction, which 
has made it advantageous to the carriers that the shipments 
in the other direction should be over the same route. Should 
Dakota and Northwestern Minnesota hereafter ship large 
quantities of wheat to the East unground, the importance of 
the Lake Superior route will almost certainly increase, and 
if thére are large shipments down from Duluth, Superior, 
Washburnor Ashland, the shipments of merchandise up will 
be larger, and the effect on Chicago-St. Paul rates greater. 











The eastward tbrough and local shipments of flour, grain 
and provisions from Chicago for the week ending May 17, 
by tbe incomplete.report to the Board of Trade, were 46,- 
931 tons, against 25,155 tons in the corresponding week of 
last year, and 53,598 in the previous week of this year, 
Last week 7,877 tons of the shipments were flour, 32,376 
tons grain and 6,673 provisions. The decrease from the 
previous week was 15 per cent. in flour, 111¢ per cent. in 
grain and 12 percent. in provisions—a more general de- 
crease than heretofore, indicating that it was not wholly 
due to lake competition, which diverts much of the grain, 
but not much of the flour and very little of the provisions, 

The percentages of the shipments of the last five weeks 
carried by each of the roads have been: 
Week ending. 














Avr. 19. Apr. 26. May3. May 10. May17. 
Cc. & Grand T... 13.9 10.6 17.1 14.7 20.9 
Mich. Cen....... 9.6 11.1 10.9 12.8 110 
Lake Shore..... 13.0 12.4 14.3 16.0 16.7 
Nickel Plate..... 15.2 10.6 9.6 12.6 11.9 
Ft. Wayne...... 12.7 13.2 17.2 189 14.2 
C0. ££... 6 9.8 9.2 8.2 7.8 
Balt. & Obio.... 11.2 10.4 9.8 7.6 8.6 
Ch. & Atlantic... 9.8 21.9 11.9 9.2 8.9 

100.0 100.0 100.0 100.0 100.0 


Some of these roads curry much and some little local 
freight from Chicago, and their percentages of the pooled 
through business are likely to be very different from the 
above figures, especially now that a large amount is in- 
cluded in the traffic pooled that never enters the city of 
Chicago. 

The totals of the reported through and local shipments for 
seven successive weeks have been: 

—_ = Week ending ——— ———~—_———-——_ — 
Apr.5 Apr.12 Apr.19 Apre26 May3 Mayl0 May 17 
90,753 97,653 82,907 67.889 61,335 53,598 46.931 

The decrease has been rapid and great, so that last week’s 
shipments are not half as great as those for the week ending 
April 12, which were the largest ever reported. But the 
shipments are still unusually large for the season. For the 
week ending May 17 they have been for five years: 

1880. 1881. 1882. 1883. 1884. 
21,165 19,526 13,637 25,155 46,931 

Thus they were more than twice as great this year as in 





The St. Paul & Omaha was allowed 10 any other except last year. 
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The reorganized Transcontinental Association is what is 
called a ‘“‘ money pool;” that is, the roads which carry more 
than their allotted proportion of the business will pay in 
money the earnings from their excess of traffic to the roads 
which are short. The old Transcontinental Association 
was not a pool at all, but only an organization for main- 
taining rates, each road being entitled to all it could get at 
the regular rates. It is next to impossible to secure the 
maintenance of rates by such an organization, and espe- 
cially when the field is such an immense one as that of 
the Transcontinental Association—that is, nearly the whole 
world. Itis said that the earnings from transcontinental 
traffic (west of the Missouri River) last year were about 
$8,250,000. No less than 12 railroads have a share of it 
now, though but a few years ago substantially the whole of 
it went over the Union Pacific and the Central Pacific. 
Last year the Union Pacific reported its earnings 
from transcontinental freight to have been $2,512,507, 
which is but $234,000 less than in 1882. Its earnings on 
this freight were probably only about one-fourth more than 
the Central Pacific’s earnings on the same freight, which 
would make the total by this route about $4,400,000. But 
during a large part of the year it was reported that two- 
thirds of the freight was going by way of New Orleans. If 
only one-half had gone by that route, then the freight earn- 
ings of these two must have exceeded the $8,250,000 given 
as the total, besides which we have the earnings of the other 
ten roads. 

The percentages of the earnings which the several roads in 
the Association shall receive have yet to be determined, and 
Mr. Joseph F. Tucker, late General Tratfic Manager of the 
Illinois Central, has been appointed arbitrator to award 
them. 








The Chicago, St. Louis & Pittsburgh Railroad Company, 
which a year ago succeeded to the property of the Colum- 
bus, Chicago & Indiana Central and whose chief lines ex- 
tend from Chicago to Columbus, O., and from Indianapolis 
to Columbus, the latter being a link in the Pennsylvania’s 
line to St. Louis and also in one of its lines to Louisville, 
makes its first report for the year 1883. It is not fairly to 
be compared with the Fort Wayne, the Lake Shore and the 
Michigan Central as itis now, but more nearly with the 
Michigan Central before its union with the Canada South- 
ern, or the Cleveland, Columbus, Cincivnati & Indianapolis. 
Like other trunk-line connections it shows a decrease in 
freight trattic last year, but an increase in freight 
earnings, due to higher average rates. The increase 
in the rate on this road, however, was compara- 
tively small—from 0.66 to 0.72 cent per ton per mile, while 
the change on the Lake Shore was from 0.626 to 0,728, and 
on the Michigan Central from 0.687 to 0.830 cent. The 
increase of gross earnings was $170,977 (31¢ per cent.), and 
there wasa decrease or $83,393 (2 per cent.) in working 
expenses. But the report says that the decrease in expenses 
is partly due to the new company’s charging to construction 
for improvements, while the old company had charged the 
cost of those it made to working expenses. The increase in 
net earnings was $254,370, which is no less than 36 per 
cent. The net earnings, however, were only at the rate of 
$1,507 per mile of road (including 55 miles which this com- 
pany uses in common with another company), and after 
paying iuterest and rentals there was only tie small balance 
of $185,059, which is at the rate of but 10% cents per share 
of preferred stock. 

This road, like others inthe same general field, has suf- 
fered by the multiplication of new roads, and must be suf- 
fering more now than at any time last year (because rates 
are lower). But it began last year to carry a share of the 
Chicago live stock shipments, which it had not had pre- 
viously, and also it had probably a larger share of the 
through passenger traffic than previously: at least it afforded 
facilities for that traffic to and from Chicago much better 
than previously, and it is probable that they effected 
ap increase of the earnings from this traffic, though perhaps 
not more than the increase in expenses. 





The Indiana, Bloomington & Western Railroad has had 
to work very close to the wind. After paying fixed charges 
it had asurplus of $13,228 in 1883—equal to $19 per mile 
of road. This, however, was an improvement on the pre- 
vious year, when there was a deficit of $48,314. An in- 
crease of 295 miles (72 per cent.) in the length of road 
worked since 1881 has been followed (in 1888) by an in- 
crease of 651g per cent. in gross, but of only 50 per cent. in 
net earnings—$345,327 more profits to support 295 miles 
more road. Many roads have done worse than that, how- 
ever. The company’s lines are in a territory where rates 
generally are governed very largely by trunk-line rates— 
that is, they are always very low, and at times entirely un- 
profitable—in the territory of the Wabash, the Cleveland, 
Columbus. Cincinnati & Indianapolis, and the Chicago, 
St. Louis & Pittsburgh. To make fair interest on the 
reasonable cost of a railroad in this territory a very large 
traffic is required. This the Indiana, Bloomington & 
Western has not yet been able to secure. It does not reach 
the chief traffic centres of the West (though points as im- 
portant as Peoria and Indianapolis are on its line), and has 
no connections greatly interested in cultivating its traffic 
either east or west. Its gross earnings last year were only 
$4,349 per mile. It now hopes to secure a St. Louis con- 
nection by leasing and widening the gauge of part of the 
bankrupt Toledo, Cincinnati & St. Louis road. With a St. 
Louis line controlled by itself it will be able to secure a 
larger share of the through traffic doubtless, which in years 
like 1880 yields a good profit, and in times like the present, 
almost none, But the system is already sufficiently ex- 
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tended to compel the other roads in the same territory 
share the business with it. It can do others considerable 
harm, whether it does itself much good or not. 





How nearly the imports of rails have ceased may be 
known by a comparison of the numbers of tons of rails ex- 
ported from Great Britain to this country in the four 
months ending with April of each of the last five years, as 
follows: 

1880. 1881. 1882. 1883. 1884. 
2,391 86,292 88,921 19,222 8,647 

Before 1880 the exports to this country had been insigni- 
ficant for some years. In the first half of 1879 they were 
only 7,730 tons, and they began to be important 
in the second half of that year, remaining ‘so 
through the period of great activity in railroad construc- 
tion, and then falling back to their previous insignificance. 
In the four years from 1880 to 1883, inclusive, we built 
about 33,700 miles of railroad, and 776,455 tons of rails 
were exported from England to this country. These rails 
were sufficient for 8,823 miles of track laid with 56 Ibs. 
rails. Our own works are now so extensive that they 
would probably be able to provide for maintenance and 
8,000 miles of new rad yearly, and as we are now buildiag 
at the rate of only avout 4,000 miles a year, naturally our 
works are able to provide all tie rails we want. 











The New York emigrant traffic has been in an unsettled 
condition nearly all of this year. The four trunk lines long 
ago agreed on a division of the business and established a 
joint. office in Castle Garden, and sold no tickets vutside. 
When the Lackawanna entered the field last year it 
had a business to build up, which it did in the usual 
way, by the payment of commissions to outside agents and 
steamship agents. It was ready to accept a percentage and 
adopt the rule concerning paying commissions this year, 
but the West Shore was ready to begin carrying emigrants, 
and while matters were unsetiled, the whole business be- 
came demoralized, a higher commission than had been 
agreed upon was paid the steamship agents, and there was 
a@ prospect that the season’s business might be unprofit- 
able. Last Monday, however, a new agreement was 
made which is likely to prevent that. Percentages 
for both the Lackawana and the West Shore were agreed 
upon, and the balance will be apportioned among the old 
roads bv arbitration. Differences with the steamship com- 
panies were settled also, and some contracts which stood in 
the way of an agreement were annulled. This traffic is not 
important in the winter, but it has become so now, and 
though it may be less than last year, it is altogether too 
valuable to waste. 








The New York City & Northern Railroad reports to the 
New York Railroad Commission that in the first three 
months of 1884 its working expenses were $10,712 (16 per 
cent.) greater than its gross earnings, besides taxes, and as 
the interest on its bonds, taxes and rentals for the quarter 
amounted to $67,784, the result of its working was an in- 
crease of $78,496 in its debts. 











Some block and rock signals have been erected on the Del- 
aware division of the New York, Lake Erie & Western 
Railroad, designed by Mr. W. J. Murphy, Superintendent of 
that division, the latter of which, especially, is somewhat 
novel. It consists of semaphore signals of the usual form, 
erected at points on the road where it is especially crooked 
and dangerous, which are worked by long wire ropes to 
which levers are attached at frequent intervals (from 200 to 
400 ft.), so that from any point on the dangerous sections 
danger signals can be set by the track-walkers or other em- 
ployés, in either or both directions as soon as the danger is 
discovered. The block signal for stations is simply the de- 
vice often heretofore used, but not so generally used in sta- 
tion service as it might well be, to guard against the possi- 
bility of an agent’s neglecting tostop a train for orders when 
required, as happened recently on the Rome, Watertown 
& Ogdensburg road, causing a disastrous collision. <A red 
danger signal is permanently displayed at the station, night 
and day, which can only be changed when, and so loug as, 
the agent or his deputy holds it to safety by pulling on the 
proper rope hanging through the ceiling. When the rope is 
released, the signal falls again to danger. This accomplishes 
the end desired quite as certainly and much more cheaply 
and safely than a system which is, or was, in use on the 
New York, Pennsylvania & Ohio, and some other Western 
lines, which required the train to slow up and the conductor 
to exchange a blank with the operator at every telegraph 
station, one of which blanks was an inquiry if any orders 
had been received for his train, and the other an answer 
that none had been. Although such a system is better than 
the absence, which is so general, of any check of the kind, it 
was a source of real danger to the men and of some incon- 
venience to traffic. 

Mr. Murphy, in these signals, has reasserted an old and 
admitted truth, which nevertheless has been sometimes 
neglected in recent American practice, that the difference 
in the danger and safety signals should be not simply one of 
color but also of form. The red signal used is a round disk, 
and the safety signal a white arrow-head, diamond-shaped 
signal. 








“Twenty o’clock” is the hour at which the members of 
the American Society of Civil Engineers were invited to 
meet last Wednesday evening ; but in consideration to early 
habits of counting time, a parenthesis indicated that 20 
o’clock is 8 p. m. 
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Record of New Railroad Construction. 

This number of the Railroad Gazette contains informa- 
tion of the laying of track on new railroads as follows : 

Louisville, New Orleans & Texas.—Extensions are re- 
ported north to a point sixty-four miles from Baton Rouge, 
22 miles; south to Harrison, Miss., 10 miles: north of Vicks- 
burg to Stoneboro, Miss., 21 miles. 

Louisville Short Route.—Completed through the city of 
Louisville, Ky., 14¢ miles. 

Richmond & Meckienburg.—Extended from Chase City, 
Va., southward to Clarksville, 14 miles. Gauge, 5 ft. 

Western North Carolina.—The Ducktown Branch is ex- 
tended from Waynesville, N. C., westward to Balsam Moun- 
tain Gap, 9 miles. 

This is a total of 7714 miles of new railroad, making 885 
miles reported to date for the current year. The total track 
reported laid to the corresponding date for 12 years past, 
is as follows : 


Miles. ' Miles. 
NR Mii iiiass sa netienaesaen ee ee 385 
Din vias Aoxgannameenel 1,460 ; 1877. ssesina hiacise aioe alia ae 
chee cccuvsasahwbasass one Oe FE 640 coke ceasises ciaceed 518 
SRGSch stabd ccs. ckdapetouse 1,386 | a ee 250 
SY .éoir0beeinbieceaseckun BAT MA, 1odceevedansticosedees 429 
OU Dskkinlscscecandbaus Se DOR NG acids scukiseuass 827 


These statements include main track only, no account 
being taken of second tracks or other additicnal tracks or 
sidings. 








The Westinghouse Air Brake Works. 

The Westinghouse brake was for many years manufac- 
tured on Liberty avenue, Pittsburgh, but a few years 
since new and most convenient works were erected on the 
other side of the riverin Allegheny City. These works 
now employ about 600 men; they have recently been im- 
proved and enlarged, and now exhibit a remarkably per- 
fect shop organization, thoroughly adapted to turn out 
cheaply and accurately a specialty which must be inter- 
changable in all its various parts. 

During the last few weeks several new lathes have been 
started, replacing those in use since the brake was first man- 
ufactured on a large scale, 14 or 15 years ago. The new 
lathes are chiefly turret and Fox lathes, those of the former 
pattern being made by Bullard, of Bridgeport, Conn., and 
the latter by the American Tool & Machine Company, of 
Boston, Mass. Both classes of lathes appear to give great 
satisfaction, though the feed gear wheels of Bullard’s lathes 
appear tobe rather light. The lathes are arranged in two 
or three rows on each side of the shop, the centre of which 
is left free and can be used as an alley way. No callipers 
are used in turning and boring the various parts of pumps, 
triple valves, locks, couplings, etc. Sets of special 
tools, each ground to the proper shape, are used 
in turret lathes, and when tbe fresh ground tools 
are started a trial on a standard coupling or other 
article being machined enables the latheman to test the 
accuracy of his tools, and a micrometer scale in connec- 
tion with his slide-rest feed-screw gives him the exact 
amount of feed necessary. It is evident that, this point 
once properly determined, the cutting tools will turn out 
accurate and interchangeable work every time, unless the 
tools become blunt or loose in the tool-holder. Neither can 
occur without detection. Piece-work offers no inducement 
to work with tools which cannot cut perfectly, and any 
slackness about tool-holder or rest should be instantly de- 
tected. Each piece of work is stamped by each man hand- 
ling it, and thus a finished coupling or other part has sev- 
eral small marks upon it which enable the various men who 
molded, turned, bored or milled it to be identified. 

The tools and taps are all prepared in a special shop 
situated in the top floor of the main building. Here the 
cutting tools are accurately ground and finished to various 
more or less complicated forms and adapted to turn several 
fillets and angles at one operation, and give the exact dis- 
tances apart of various parts of the work. 

The brass spiral springs are coiled from a bank of wire on 
a long mandrel held between the centres of a small lathe. 
The travel of the carriage determines the pitch of the spiral, 
and in order that each end of the spring may have a flat 
end, so as to take a fair bearing free from any tendency to 
cant, the teeth of the wheel driving the feed-screw are cut 
away for a short part of the circumference. When this 
point is reached in the revolution of the wheel, the feed- 
screw ceases torevolve, and consequently the carriage re- 
mains stationary. As the lathe spindle is still revolving, the 
wire, while the carriage is stationary, simply coils around 
the mandrel without making any spiral advance. 

The cocks are bored taper and the plug is turned to corre- 
spond, and when finished stands out .', in., which is left 
as an allowance for grinding, after which process the plug 
is flush with the shell. Such large quantities of work are 
dealt with, that a lathe once set on a standard cock to bore 
the proper taper remains set at the same angle for months. 

The smith’s shop is entirely new, and is the neatest, clean- 
est and best ventilated smith’s shop the writer ever entered. 
The smoke from the fires is drawn off through sheet-iron 
flues by an exhaust fan. The ends of the small reservoirs 
are welded by a machine which passes the edges of the reser- 
voir shell and the turned up flange between a couple of 
grooved rollers, which form a bend on both the shell and 
end of the reservoir. This gives a double security, as, 
should the weld be imperfect, the bead will insure a tight 
and secure joint. The engine reservoirs are riveted by a 
direct-acting steam riveter, manufactured by Messrs. Wm. 
Sellers & Co., which is preferred to the same maker's hy- 
draulic riveter as being quicker; the steam machine having 





closed the rivet before the hydraulic machine has fairly 
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started. The disadvantage of very rapid riveters is the 
possibility that the dies can be withdrawn before the rivet 
has properly cooled. Unless this point is carefully attended 
to the plates are apt to spring apart when the pressure of 
the riveter is withdrawn. 

The foundry has been nearly doubled in size, and is now 
an | shaped building, two Colliau cupolas being situated at 
the inner angle of the L. A new molding machine, which 
is worked by hydraulic pressure, is just completed, and is 
inteuded for making the cast-iron auxiliary reservoirs used 
with the freight brake. 

The old smith’s shop has been converted into a store for 
finished parts of the brake. It is fitted with a large number 
of bins, each 3 ft. square, and labeled to hold just one par- 
ticular detail of the brake. Each individual part of the 
brake when finished is sent into this store, which can be 
drawn upon when the pump, couplings, or other parts of 
the brake are being put together. 

The freight brake is now being turned out at the rate of 
nearly 100 setsa day. A set for a car weighs 480 Ibs. com- 
p.ete, and the regular price is $40, though it is now being 
sold at a smaller figure to roads adopting it before the end 
of the coming month of June. Considering the accurate 
work necessary, and the amount of brass and india-rubber 
used, the full price, about 81¢ cents per pound, appears very 
moderate. So far, the freight brake is chiefly in use on the 
Pacific and Western roads having long mountain grades. 

Mr. Westinghouse has recently introluced two new fea- 
tures in the brake which are calculated to improve its action 
in regulating the speed of a train descending a long incline, 
In the endeavor to set the brakes lightly on a freight train 
coming down a long grade the engineer often wastes much 
air in endeavoring to let out exactly the right amount, and 
as the brake must be released in order to recharge the reser- 
voirs, the train often attains an undue speed before the aux- 
iliary reservoirs are again filled with air of the proper pres- 
sure. Mr. Westinghouse has now introduced a small valve 
which may be put into operation on a few cars at the sum- 
mit of along grade. This valve can be set by the con- 
ductor or brakeman walking along the train, and enables 
the engineer to regulate the speed of his train with greater 
ease andcertainty. The apparatus consists of a sort of safety 
valve applied to the exhaust from the brake cylinder. When 
connected, it retains 10 lbs. per square inch pressure in the 
brake cylinder of that particular car, when the brake is re- 
leased. Thus a certain retarding force, the amount of 
which depends on the number of these appliances put in 
operation at the top of the grade, is always in operation, 
whether the brake generally is released or not. It is then 
a simple matter to apply the brake when the speed increases 
unduly, and when it is sufficiently checked, put the engi- 
neer’s valve to the full release, and recharge the reservoirs; 
the 10 Ibs. pressure on a few cars being sufficient to steady 
the train meanwhile. When these safety valves are thrown 
out of use, the brake acts in the ordinary manner, the ex- 
haust from the brake cylinder being unimpeded. 

The other device is applied to the engine only, and enables 
an engineman to reduce the pressure in the train pipe by 
any desired number of pounds per square inch, no matter 
how long the train. With 40 or 50 cars the pressure in the 
brake pipe on the cars nearest the engine is reduced by the 
opening of the ordinary engineer’s valve, say 20 lbs. - The 
engineer deeming this reduction sufficient to set the brakes 
as hard as he wishes, shuts his valve. Meanwhile the air in 
the rear of the train rushes forward to fill the space vacated 
by the air let out on the engine, and when an equilibrium 
is established, it is possible that the general reduction 
throughout the train may be only 2 or 3 lbs., which is in- 
sufficient to set the brake, while the rush of air from the 
back part of the train has released the brakes set on the 
front part by the momentary 20 Ibs. reduction. No doubt 
this isan extreme case, and an experienced engineman would 
soon learn what reduction on the engine would set the 
brakes lightly throughout the train, but unfortunately 
every kind of experience must have a beginning, aud im- 
provements must be made to assist those who need or are 
just gaining experience. 

The apparatus may be briefly described as follows: A 
small air reservoir is placed on the train pipe near the en- 
gineer’s valve. Communicating on one side with this reser- 
voir, and on the other with the train pipe isa diaphragm, 
which moves a valve releasing the air from the train pipe, 
when the air pressure on the upper surface of the dia- 
phragm falls below that on the lower surface. As the up- 
per surface of the diaphragm is in direct communication 
with the small reservoir and the engineer’s valve, it is evi- 
dent that the pressure is under the direct control of 


the enginemav, who, having only a definite quan- 
tity of air to deal with independent of the length 
of the train, can easily diminish the pressure in 


the reservoir by any desired amount. This reduction being 
effected by the engineer, the valve in turn lets the air out of 
the train. If the engineer has made a 15 lbs. reduction, the 
diapbragm will keep lifted, and release the air from the 
train pipe until a corresponding reduction is effected, and 
an equilibrium established between the pressures on the two 
sides of the diapbragm. 

This contrivance certainly appears to be a distinct step 
in advance, rendering it an easy matter to graduate the 
brake on a train of any length. But one further improve- 
ment seems to be needed, the power to diminish the force 
of the brake when on, without the necessity of releasing 
and resetting it. This is a difficult problem with an auto- 
matic brake, but wedo not despair of seeing it accomplished 
by the indomitable energy and marvelous power of work, 
no less than the fertile ingenuity possessed by the inventor 
of the Westinghouse brake, 
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Answers to a Problem in Location. 





The problem published in our issue of April 14 has called 
forth a large number of answers, the best of which, per- 
haps, is that of ‘‘P. Winkle,” a pseudonym well-known to 
many engineers. Several other answers essentially similar 
were received, and all but three of those sent in gave cor- 
rect solutions. The problem was to connect the two paral- 
lel lines, 2,000 ft. apart, in fig. 1, by curves of the largest 
possible radius to leave a tangeut of 500 ft. between them 
with the tangent-points 5,000 ft. apart, measured along the 
parallel lines. ‘‘ P. Wiukle’s” response was as follows: 

**T send you the fo!lowing practical solution of ‘* A Prob- 
lem in Location” given in the Gazette of last week. I 
would olso offer a high mathematical solution, but I cannot 
make the sensitive calculus work in such a case. : 
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‘*Let 7' = the length of any one of the four ‘tangents, all 
equal to each other as the curves are of equal radius, and 2 
m be the straight line connecting the two parallel tracks. 

‘* The distance m = 250 ft. + 7; the horizontal distance 
n = 2,500 ft. — T, and the vertical distance between the 
lines is 2,000 ft. From these data we have the three sides 
of a right-angled triangle, whence 

2,500 — T)? + 1,000? = (250 + 7)?. 

** After squaring these quantities we obtain : 

6,250,000 — 5,000 7'+ T?+ 1,000,000 = 62,500+ 500 7'+ 7°. 

** Whence 7' = 1,306.82. 

‘‘ This solves the problem, as now having the tbree sides 
of the triangle, the angle of intersection J is easily found ; 
and from 7' and J, the radius and the centre angle. 

“As I do not wish to entirely ignore the calculus, I wil! 
give an illustration of how neat and handy it is in solving 
problems relating to simple curves. Suppose tbere are given 
the intersection angle J and radius RF to find the tangent 7. 


‘* The equation of the circle is w+ y= r, 
‘* Differentiating this we get, 
2adx + ydy = 0, 


dy 
* But — is the tangent, and here, 
dx 


dy a 


dx y 
“Tangent of a circle whose radius = 1. 
‘‘ When radius = R, we have for the tangent 7 
Rx 
PP ok oe 
y 
* But « = sin. } J, and y = cos. 4 J, 
sin. 4 
* When 7' = R-—- = Rtan. $1. P 
cos. 3 Q. E. D. 
**Very simply : as Josh Billings says : 
‘*¢To soothe an engineer’s brain and calm his bile, 
The calculus is like castor ile.’” 
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Wherein this solution is more ‘‘neat and bandy” than 
the ordinary method of obtaining the familiar formula T == 
FR tan } J, is not immediately evident. 

Correct answers, reaching the same result in somewhat 
different ways, were also received from F. Morse, J. C. 
Payne, T. H. Grant, C. H. Bartlett, G. R. Simpson, 8. F. 
Bao, “A.J. 2." C.3.@.” “BW.” “VS. B,” ane one 
anonymous. 

The answers to the problem, considered as one in practical 
engineering, are not equally satisfactory. Most of them 
simply submit a graphical solution of the same problem. 
One answers that ‘in practice an engineer would never 
meet with the conditions named,” which is probably very 
nearly a true answer, but the author of the problem says 
that it did occur in actual practice. The answer which was 
contemplated in asking for a practical solution was that, 
as a matter of practical engineering. the problem was 
wrong-end to, and should begin by assuming a radius equal 
to the radius of the turnout curve, as shown in fig. 2, after 
which the solution is simple. Thus, in the right-angled 
triangle O A C, we have the base 2,500,and the altitude 
CO=r—41,000. If we have to use a 1-to-11 frog, the 
radius will be 1,096 ft., and C O will be 96 ft. After solv- 
ing this triangle we have OA and the radius as the two 
sides of another right-angled triangle, and the rest of the 
solution is easy. 

Having the radius assumed, furthermore, it is but a 
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moment’s work to solve the problem graphically with a pair 
of dividers. Otherwise it is some little trouble. This would 
probably be the expedient mode of solution in any case. 

Two of the solutions sent in have their computations car- 
ried out in this manner, “ 19° 58’ 59.2”.” Although this 
bad example has been set in a recent field-book, this journal 
respectfully objects to publishing tenths of seconds in such 
computations. Exactitude of this kind bas its proper place, 
but that place is not in engineering field-work. 








TECHNICAL. 


Locomotive Building. 

The Schenectady Locomotive Works, in Schenectady, 
N. Y., built and delivered during April 12 engines in all, as 
follows: Four covsolidation engines with 20 by 24 in. 
cylinders and three eight-wheel passenger engines with 17 
by 24 in, cylinders for the Fall Brook Coal Co. or Magee 
system of roads ; two passenger engines with 17 by 24 in. 
cylinders for the Connecticut River road ; two eight-wheel 
freight engines with 17 by 24 iv. cylinders for the Wiscon- 
sin, lowa & Nebraska, and one of the same class for tbe St. 
Louis, Hannibal & Keokuk. The works are now employing 
about 800 men, running full time. 

The Chicago, Burlington & Quincy shopsin Aurora, IIl., 
recently completed two heavy passenger engines for the 
company’s Nebraska lines, and are building three more of 
the same class. 

The Union Machine Shop in St. Louis is building two 
light locomotives for M. M. Buck & Co., of that city. The 
engines are for use on logging railroads, 

The Pennsylvania Railroad shops at Altoona, Pa., are 
building some 30 locomotives for the road. 





Car Notes. 
The Buffalo Car Works, in Buffalo, N. Y., are building a 
number of Wickes refrigerator cars for the Merchants’ Dis- 
patch line. 

The Wason Manufacturing Co.,in Brightwood (Spring- 
field), Mass., is building two dining cars for the Boston & 
Albany road; also six first-class passenger cars for the Maine 
Central road. 

The Brownell & Wight Car Co., in St. Louis, is building 
six cars for a new street railroad in Fort Worth, Tex., four 
open and twoclose cars. 

The Michigan Car Co., in Detroit, has an order for a num- 
ber of refrigerator cars for the Merchants’ Dispatch line. 

A wheel foundry has been added to the Roanoke Machine 
Works at Roanoke, Va., where car wheels will be made for 
the shops. 

The Terre Haute Car & Manufacturing Co. has received 
from the Merchants’ Dispatch line a number of refrigerator 
ears of the Wickes pattern. 

The Maine Central sbops in Waterville, Me., are building 
two handsome passenger cars for the road. 


Bridge Notes. 

Mr. C. F. Lewis has succeeded Mr. A. H. Porter as engineer 
of the King Iron Bridge & Manufacturing Co., in Cleve- 
land, O. An addition about 50 by 100 ft. bas been made 
to the machine shop, and new boilers, upsetting machine 
and steam riveters have been putin. The company has re- 
cently taken contract: for two spans of 180 ft. each, near 
Edinburgh, Ind.; five spans of 145 ft. each, near Cedar 
— Ia., and several other highway bridges in different 
states, 

The Morse Bridge Co., in Youngstown, O., has recently 
taken contracts for three spans of 200 ft. each over the 
Beaver River, at Rochester, Pa., for the Pennsylvania Com- 
pany; two spansof 117 ft. each in Venango County, Pa.; 
one span of 280 ft. and one of 200 ft. in Mahoning County, 
O.; one span of 200 ft. at Defiance, O.; one span of 200 ft. 
at Girard, O., and four spans of 220 ft. each at Anoka, 
Minn. New eye-bar drills and unloading cranes have been 
recently added to the tools. 

The Fort Pitt Boiler & Bridge Works of D. W. C. Car- 
roll & Co., in Pittsburgh, have taken a heavy contract for 
bridge work on the Pittsburgh Junction road. 

Charles B. Bender, C. E., for several years a bridge engi- 
neer in this country, but now practicing bis profession in 
London, is engaged on and has nearly completed a 350 ft. 
arch bridge of the 5-hinged type which he patented in this 
country in 1873. Recently he shipped to South America, 
for a 3 ft. gauge railroad, a lot of 1 beams of 18 in. by 7 in. 
and 22 in. by 8 in. solid sections, the latter weighing 112 
lbs. per foot. 

The Atlanta Bridge & Iron Works of Wilkins, Post & Co. 
in Atlanta, Ga., are at work on the following contrarts: 
Two spans triangular combination truss, 150 ft. each, for 
the Anniston & Atlantic ; 10 spans combination truss, 124 
ft. each, for the Richmond & Mecklenburg ; 2 combination 
spans, 130 ft. each, for the Greenwood, Laurens & Spar- 
tanburg ; one iron draw-span, 142 ft., for the Port Royal 
& Augusta ; four double-track iron Pratt truss spans, 59 
{t. each, for the East Tennessee, Virginia & Georgia ; one 
iron Pratt truss draw-span, 208 ft., one iron draw-span, 159 
ft., two plate draw spans, 36 ft. eacb, and two fixed iron 
spans, 100 ft. each, for the new line between Memphis and 
New Orleans, and one iron highway bridge, 140 ft. span, 
for North Carolina. This is equivalent to 3,051 ft. single 
track. They have also the contract for making and putting 
in the cast-iron cylinders for the pivot and end piers of 
Whale Branch draw on the Port Royal & Augusta road, 
and for about 2,500 yards of bridge masonry. 

Iron Notes. 
The Atlas Works, limited, in Pittsburgh, are making a 
rolling-mill plant to go to St. Jobn, Newfoundland. 

Irondale Murnace in Preston County, W. Va., bas gone 
out of blast and will be thoroughly repaired. ° 

The Risdon Iron Works in San Francisco are adding a 
new boiler shop, 275 by 25 ft. and three stories high. 

Tbe Lookout Rolling Mill in Chattanooga, Tenn., has been 
shut down on account of differences of opinion among the 
stockholders. 

Martel Furnace at St. Ignace, Mich., went into blast last 
week, 

Totten & Co., in Pittsburgh, have taken a contract to fur- 
nish machinery fora new rolling millin Burlington, Iowa. 

Sir Titus Salt, Charles Stead and Wm. Donaldson have 
decided to build two blast furnaces near Chattanooga, 
Tenn., where they own a large tract of land. 

The Crown Steel Co. will remove its works from Demmler, 
Md., to Cumberland. 

Park, Brother & Co., in Pittsburgh, have lately filled a large 
order for steel boiler plates. They are making several 
heavy steel shafts for steamboats, one of them being 15 in. 
diameter by 31 ft. long. 


Manufacturing Notes. 
Messrs. Sherwin, Williams & Co., manufacturers of paints 
in Cleveland, O., inform us, under date of May 12, that the 
second fire at their works, on May 10, was much more dis- 
astrous than the one on May 2, and yet their large seven- 
story mr” containing general offices and manufactured 
stock, is entirely uninjured, The largest building of the 
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works proper, containing manufactory office, oil color and 
pure colored paint departments, with quite a stock of raw 
material, wasnot burned. The boilers and steam pumps 
aad all connections to above building were not injured. 
Their engines were so little damaged that they will be run- 
ning again within afew days; and, although the building 
containing the quick dryiug color department, with its con- 
tents, was nearly destroyed, they have mills enough left 
which will be running on that class of goods in another 
place wi hina fewdays. The large building devoted to the 
manufacture of prepared paints was entirely destroyed, but 
they have already secured vacant buildimgs adjoining the 
works, and have enough duplicate machinery to put in place, 
so that they confidently expect to make these paints within 
swo weeks, The tin package department building, with all 
machinery and stock, was entirely destroyed, but they have 
already arranged with two other large can manufactories 
for an ummediate and ample supply until they rebuild. Ar- 
rangements are already being made for rebuilding the 
burned portions of the works to have a capacity fully double 
that before the fire, this enlargment being demanded by the 
increase of business the present year. 

Noble Brothers & Co., of Anniston, Ala., have the contract 
for the engines for the new furnace which the Clifton Iron 
Co. is building at Jenifer, Ala., on the Anniston & Atlantic 


road. 
The Rail Market. 


Steel Rails.—Sales have been !confined to small lots for 
summer delivery, for which quotations continue at $33 to 
$33.50 per ton at mill. There is some talk of large orders, 
but no actual business reported. Light rails are in con- 
siderable demand, and are quoted at $37 to $40, according 
to section. 

Rail Fastenings.—Quotations are unchanged at $2.50 per 
100 lbs. for spikes in Pittsburgh, $2.75 to $3 for track- 
bolts and 1.7 to 1 8 cents per pound for splice-bars. De- 
sirable orders, however, can readily be placed at somewhat 
lower prices. 

Old Iron Rails.—The market is unsettled, but sales ara 
reported of old iron rails at $21 to $22 per ton for tees at 
tidewater. 

British Rail Exports. 


For the month of April and the four months then ending, 
the Board of Trade reports the exportsof rails to the United 
— and to all countries to have been, in tons of 2,240 
Ibs. 


To United States: 

















~- pril.———__., -——-Four months.——, 
1882. 1883. 18€4. 1882. 1883. 1884. 
Irom. walle... BO  sccscs i 18,427 rE 
Steel rails.....14.459 4,342 1.790 70,494 17,053 8,647 
Total........16,211 4,342 1,790 88,921 19,222 8,647 
To all countries: 
Iron rails..... 4,421 1,753 1,085 26,067 11,087 4,149 
St el rails.. .52,2¢ 63,171 51,576 222,642 246,536 171,355 
Total.... ...55,644 64,924 52,66L 248,709 257,623 175,504 


The exports to this country remain insignificant, as they 
have been all the year, and not balf as great as the very 
small oves last year, and for the four months not as tenth as 
great as two years ago. The exports to countries other than 
the United States were not properly small in April, for 
though a sixth smaller than last year, they were a fourth 
larger than in 1882, but for the four months there is a great 
decrease from last year, and but little increase over 1882, 
the figures being 159,788 tons in 1882, 238,401 in 1883, and 
166,857 this year. 

Car Couplers in Massachusetts. 
The following circular from the Massachusetts Railroad 
Commission is dated Boston, May 15: 

‘“‘By an act of the Legislature, approved May 8, 1884, all 
new freight cars owned by Massachusetts railroad com- 
panies are, after March 1, 1885, to be equipped with auto- 
matic or other safety couplers, approved by this Board, after 
examination and test thereof. 

‘*The Commissioners will, on Sept. 25 next, hear at their 
office, No. 20 Beacon street, Boston, all parties desiring to 
set fortn the merits of any safely coupler, and also any 
criticisms thereof by experts, and they will witness tests of 
such devices to be made in or near the city of Boston. The 
hearing will begin at 10 o’clock a. m. Records of the work- 
ing of safety couplers in actual use for traffic are especially 
desirable.” 


Sticks for Coupling Cars. 
Orders have been issued to the employés of the New York & 
New England Railroad that all men whose work requires 
them to couple cars must use a coupling stick and that the 
company will not be liatle fpr any accident when the stick is 
not used. The order and a stick are given to each employé, 
for both of which be is made to sign a receipt. 


Appyling Air Brakes to Freight Cars. 

The Atchison, Topeka & Santa Fe Co. is now applying the 
Westiugbouse air brake toits freight cars, and has made 
arrangements by which the brakes can be put on 25 cars a 
day. A brick building at the Topeka shops is used for the 
storage of the brake fixtures, and adjoining this building a 
trestle track has been built, long envugh to hold 36 cars. 
The cars are run upon this trestle while the work is done. 
At one end of the track are placed a boiler, air pump and 
the other apparatus for testing the brakes when fitted to the 
cars. The work is thus quickly and conveniently done. 


Webb Compound Locomotives. 
The workings of these engines, which it will be remem- 
bered have three cylinders and dispense with couplivg-rod, 
is thus described in a recent letter to the English Mechanic: 
Their time-keeping capabilities are very good. When 
started there is any amount of speed in them, as many as 25 
minutes having been made up between Crewe 9nd Euston. 
They may be considered as bad starters, slipping until the 
get the sand. They work all the heavy trains, seldom wit 
assistance. One instance is known to writer of a compound 
engine taking a train up Shap Fell (1.33 per cent., 70 ft. per 
mile.) unassisted. They burn from 26 lbs. to 28 Ibs. of coal 
per traio-mile, and evaporate about 8°5 lbs. per lb. of coal. 
The wear and tear will compare very well with other types 
of engines. When one engine went into shop to have the 
enlarged cylinders adjusted, and for general repairs, she 
bad run 100,000 miles. ‘Three others had all run over 32,- 
000 miles. When in, the wheels wanted turning, and bear- 
ings had worn, and they were turned out again in a week. 
They are said to be still building them at Crewe. The sys- 
tem is applicable to goods and tank engines, No. 2063 of the 
Metropolitan Railway having been converted, but not run- 
ning yet. 
The Finlay Patent Three-truck Cars. 

The Little Rock (Ark.) Gazette says of the freight cars now 
in use on the Hot Springs road, which are of 3 ft. 6 in. 
gauge, 36 ft. loug and 8 ft. wide, provided with the third or 
centre tru*k patented by Mr. L. Finlay, Master Mechanic 
of the road: ‘The cars now in use between Malvern and 
Hot Springs were built by the Barney & Smith Works, of 
Dayton, O., weigh 21,000 pounds each, and have been 


amount is not their limit, for it is stated that they will carry 
considerably more. The Siperintendent of the road has 
been loud in his praise of the car, and it is said that not a 
single objectionable feature can be discovered about them. 
They carry more than the ordinary standard- gauge car, 
and though the road is noted as being ove of many heavy 
grades and sharp curves, the patent car, 36 ft. in lengtb, 
makes its trips full as easily as the ordinary 23-ft. car. In 
many cases the grades run to 3 ft. in 100, and the curves to 
24 degrees, These are rather hard on the ordinary car, but 
Mr. Finlay says that the long car passes over the grades 
and around the curves with greater ease than the short 
ones.” 
A Large Iron Ferry Boat. 


Tbe mammoth new Grand Trunk car ferryboat, the ‘* Lans- 
downe,” was successfully launched at the Wyandotte Iron 
Shipyard yesterday at ten minutes before noon. It was the 
intention to launch the craft at 11 o’clock, so that the Grand 
Trunk people would have time to tow her to Windsor during 
the day, where she is to receive ber machinery. But by 
some mistake the hour was announced wrong in this city, 
and after waiting 50 minutes for the boat which was to 
bring spectators, the stays were knocked out and the bull 
glided into the water. 

The ‘‘Lansdowne” is 316 ft. 6 in. in length and 75 ft. 
beam on deck. She cost $275,000. Her bull is entirely of 
iron, shallow and double spoon shape, to break through tbe 
ice on the river during winter. As soon as completed she 
will be put into commission transferring cars across Detroit 
River.—Detroit Free Press, May 11. 


Car Wheels from Germany. 


The Red Star Line steamship ‘*Vaderland” recently brought 
to Philadelphia from Autwerp 13 carloads of steel-tired car- 
wheels manufactured at Essen, Germany, by the celebrated 
guomaker Krupp. The Krupp steel tires have veen long in 
use in the United States, but not the entire wheels, which 
are different from those used here, having spokes and rims 
similar to a wagon wheel, but heavier in constructiou. The 
gocds are in bond, awaiting withdrawal by the owners.— 
Iron Age. 
Making Poor Iron. 


The Iron Age complains that since the price of iron has 
become very low some American iron works have been 
making iron of a very poor quality, which threatens to in- 
jure the high reputation of American iron. It says: 

‘With a knowledge of these facts we would be derelict to 
our duty if we made no effort to awaken our manufacturers 
to a realizing sense of the dangerous practices which bave 
taken root since the establishment of a low range of prices 
for iron and steel. We will summarize a few of the worst 
of these which have been brought to our knowledge. The 
veriest trash ever run through a furnace stack is being of- 
ferred as pig-iron, some of it containing, it issaid, as high as 
60 to 70 per cent. of cinder. Bar ironis being made of pud- 
dled stove plate, and the most inferior kinds of wrought scrap 
are made to do duty in mills which long ago were proud of 
the qualities of their bars of really best refioed iron. Some 
ofthe bar iron now made is so inferior that the manufac- 
turers are ashamed to put their brands on the bars, but let 
the dealers put fanciful names cn them. Steel also is the 
subject of much deterioration, now that prices have fallen 
so low that there is no profit in the business, even steel 
plates, which ought to be of the best quality, considering 
the uses to which they are put. being made of grossly inferior 
material, The quality of the cheap railroad car axles now 
sold weg severely criticised by a manufacturer in a recent 
letter to us which we printed a short time ago. ‘Chilled’ 
car-wheels are being offered at rates so extremely low that 
well-founded doubts exist among purchasers as to their 
reliability when put into actual service.” 








THE SCRAP HEAP. 


Railroad Young Men's Christian Association. 


A meeting of the railway committee of the Y. M. C. A. 
was held last night at the rooms. After a free interchange 
of views it was decided to inaugurate the railroad branch 
at once. It is proposed to take rooms in close proximity to 
the railroads, to fit them up neatly, reading rooms, parlor, 
amusement room, lecture hall, bath room, etc. Negotia- 
tions are now in t pengred with a gentleman, for years a 
railroad man, and one thoroughly familiar with the work of 
the railroad association. There are now 62 railroad secre- 
taries employed in this country, and about a hundred asso- 
ciations are doing a special work for railroad men. The fol- 
lowing is the :ailroad committee to whom, under the direc- 
tion of the board of directors and the railroad advisory 
committee, the management of the railroad branch is com- 
mitted : R. M. Farrar, Atlanta & West Point; J. C. Court- 
ney, Western & Atlantic; T. T. Smith, Richmond & Dan- 
ville; G. C. Jenner, Georgia Pacific; T. W. Welch, East 
Tennessee, Virginia & Georgia; Henry Plum, Central; J. N 
McAllister, Pullman Sleeping Car Company.—Atlanta 
(Ga.) Constitution, May 8. 

A Freight Car's Capacity. 

“ A freight car doesn’t appear to be a big thing, but you 
have no idea what it will hold until you come to crowd it 
once,” remarked a passenger as we passed a ‘‘ boarding car” 
for track hands. ‘Ill tell you what I saw once out in 
Nebraska. At astation called Sutton, on the extension of 
the Burlington road, the whole town for about a month was 
one freight car. Yes, sir, just one freight car run out on a 
couple of old rails by the side of the track. It contained the 
freight-office, ticket-office, telegraph-oflice, waiting-room, 
express-office, post-office, and a real estate office, a grocery, 
with wet goods attacbment, a stock of dry goods, and the 
agricultura) implement man bed his stock scattered all 
around and his office in the car. The railroad agent’s family 
lived in the car, too, and his wife took in boarders. Nor 
that ain’t all. ‘The last day I was there [ saw a sign on that 
car, ‘ Furnished room to rent,’ but I afterward learned that 
meant a bunk in the tent on the roof. I wouldn’t exagger- 
ate about this freight-car just to squeeze in a httle joke like 
that.”—Eachange. 


A Narrow Escape. 

Few men have had as narrow an escape as that of John 
King, of Springfield, O., a brakeman on the Ohio Southern 
Railroad. While tightening the brakes on a moving train 
one night recently, the brake suddenly gave way, precitat- 
ing him to the ground between the cars. Iu the three sec- 
onds he had to think before the wheels would crush bim, he 
bad the wonderful presence of mind to seize the truss rod of 
the car like a flash. On that he hung for several bundred 
feet, the rod cutting into his band and tbe cars bumping him 
unmercifully. At last the train was stopped and he was 
rescued. He had saved his life, but at the expense of terri- 
~ bruises, a broken rib and grave injury to his spinal 
column. 


Too Much Stock-Watering. 


A dispatch from Leavenworth, Kan., May 18, says: “A 
waterspout washed away the track of the Missouri Pacific 








| 
known to carry 40,000 pounds at one car-load. Even that 


and Union Pacitic roads south and west of here, yesterday. 
On the former road 150 ft. were washed away, and seven, 
cars, loaded with cattle, and engine tender, went into the 
river. They were completely wrecked, and 70 cattle were 
killed. The track was covered with water in some places, 
and in others the water was 2 to5 ft. deep. On the Union 
Pacific: hail fell to a depth of 2in. Three-quarters of a mile 
ot track was washed away, and a bridge was carried away 
further west. All trains have been delayed. There wasa 
heavy fall of rain here, but no damage has been reported to 
crops. 


A French Railroad Accident. 


A dispatch from Paris, France, May 14, says: ‘‘ Near the 
Landing depot in the Plain St. Denis one railway is carried 
over another. Last night, owing to au error of a points- 
map, a freight train on the upper road ran intoa siding, 
and was precipitated upon the line beneath at the very 
moment when the express train to Boulogne was passing 
that point. The engine driver of the Boulogne train was 
killed, and 31 persons were injured.” 

A very similar accident happened in Paterson, N. J., 
some years ago, but in that case, fortunately, both trains 
were freight trains. 


He Was Bound Not to Cut Rates. 


Itis better to err on the right side than the wrong, but 
the caution and discretion displayed by one of the Jefferson- 
ville, Madison & Indianapolis country agents in regard to 
the recent order of General Passenger Agent Ford concern- 
ing rate-cutting was an error on the right side which 
deserves special mention. This verdant and discretionary 
young man, who perhaps would not know a coupon ticket 
from a half-sheet hanger, took all his round-trip local tick- 
ets and half-fare children’s tickets off sale, because there was 
a reduction from regular rates and the far-sighted agent 
considered it a cut. He will some day be general passenger 
agent—if he doesn’t die of brain fever, induced by excessive 
thinking.— Louisville Courier-Journal. 


Defrauding a Railroad by Light Weights. 


Thomas Furlong, Chief of the secret service department 
of the Gould system, appeared before Assistant Prosecuting 
Attorney Dierkes in the Court of Criminal Correction yes- 
terday morning and swore out six warrants for fraud 
against Frank McGinnis, former casbier of the Hibernia 
Bank, and present weighmaster of the Missouri Pacific sys- 
tem in this city, and James 8. White, a former employé of 
a prominent lumber firm, and at present connected with an 
Olive street publishing company. 

The case is rather out of the usual run of criminal 
matters, and if the strong allegations made by the railroad 
authorities can be substantiated, the two men will be ina 
bad fix. In explaining the matter to a Republican reporter 
Chief Furlong said: * Last year a prominent Jumber firm 
shipped on an average 15 car-loads of lumber a day. 
Investigation shows that the railroad company was swindled 
out of $18 a car by short weight. For instance, a car 
weigbing 40,000 pounds would be billed for 30,000 pounds, 
and the loss to the road in nine months has been over 
$70,000. We claim that the weighmaster received a per 
cent. of this, but a very small per cent., and that the 
lumber company virtually cuntroiled the market by this 
shortage on freight. We also claim that several other large 
concerns ‘stood in’ on this swindle. Not long ago the Eau 
Claire Lumber Co. put in a new manager, and soon after 
Mr. McGinnis went to him, and in a roundabout manner 
made some propositions. Mr. Meika, the new manager, re- 
jected the propositions, and in a sbort time afterward 
tound great difficulty in getting his cars out of the yard, 
He complained to Mr. J. J. O’Connor, at that time General 
Agent of the company, but now Commercial Agent. Mr. 
O’Connor went to Mr. McGinnis and asked why the cars 
were held in the yards, and Mr. McGinnis said they were 
overloaded. Mr. O’Connor made an examination, and 
found that they were not overloaded, and ordered them 
immediately out of the yards. Mr. O’Connor suspected that 
McGinnis had some otber motive, and bearing of the proposi- 
tion that had been made totbe Eau Claire Co., he weut to 
the manager and requested bim to accept all propositions 
that would be made to him in the future. About a month 
ago, J. S. White, a former employé of a lumber firm, 
appeared before Mr. Meika, and said that he could arrange 
it so that the company would save a large amount of mone 
on freight and at the same time secure quick transit for bis 
cars. Al] he wanted was 20 per cent. of the savings. The 
company accepted the proposition. and immediately notified 
the railroad company of what had taken place. 

‘We then set a trap which caught the pair nicely. 
There is another pair of scalesin tbe yard and after each 
car was loaded, we immediately weighed it, unknown to 
McGinnis, and then sent it over for him to weigh. To be 
certain that we were right we sent a man to Sedalia to 
weigh the cars again when they arrived at that point. Be- 
sides the man we sent there was a regular weighmaster 
there, so that every car was weighed four times. When we 
compared figures we found that the three tallied, but that 
McGinnis was away off, usually from eight to ten thousand 

unds short. We let the matter run for ten days, and then 

bite went to the lumber company and demanded a set- 
tlement. The matter was ured up, and it was found 
that the lumber company had been saved over $315 on 
freight. White was given acheck for $6247 as the 20 

r cent. which he was entitled to. I had a man shadowing 

im, who saw the money paid to bim, and then saw him 
divide with McGinnis. The weighmaster only got $27 of 
the spoil. I then decidedto swear out the warrant, and I 
think we have a good case.” 

A Republican reporter bad a short talk with Mr. Mc- 
Ginnis and he disclaimed all knuwledge of the transactions. 
He said: “I think Furlong is away off, as far as Iam con- 
cerned. I know nothing about the matter.” 

It is said that White made a confession when he was in- 
formed bow closely be had been shadowed by detectives.— 
St. Louis Republican, May 17. 

Train-Wrecking by Collision. 

A dispatch from Troy, N. Y., May 20, says: ‘For some time 
the Delaware & Hudson Canal Co. bas suffered greatly from 
attacks of some one on their property at Mechanicsville. 
First its freight-house was destroyed by fire. Theo, in a few 
days, followed the destruction of its station. This morning 
there was amore serious attempt by the miscreant, om 
after 1 o’clock the engineer and fireman of the switch engine 
‘J. H. Ramsey’ left her on a side track while thev went to a 
shanty about 40 rods away tocat their supper. During their 
absence some ove boarded the engine and quietly backed it 
down the track to West Waterford, where, after it was placed 
on the track used by the south-bound trains, it was sent back- 
ward at full speed, the throttle having been thrown wide 
open. As the engine passed Mechanicsville at hghtning 
speed the engineer saw it, but —— it wasanother engine. 

ben he missed his locomotive he had the aight operator at 
Coon’s Crossing notified to flag the Montreal express. It 
was too late, however, as the engine bad passed the station. 
Just above Coon’s the collision occurred. Both engines and 
an express car were completely wrecked and hurled into a 
diteb, The runaway engine had no headlight, and was not 
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seen in time for the engineer and fireman of the train to 


jump. William Harper, the engineer, aud William 
Myers, an engineer, who boarded the cab at Saratoga 
to ride to echanicsville, and the fireman, were 


in the cab. Harper was seriously injured and the fireman 
was badly bruised. Myers had a leg and finger broken. 
Both may be injured internally. The veteran express agent 
Elisha Ticknor, who is 70 years old, was cut on the head and 
face by express matter falling onhim. The passengers 
were badly frightened by the sudden shock, but pone were 
injared. The engines, the ‘Ramsay’ and the ‘Saratoga,’ 
are complete wrecks, being smashed and twisted out of 
shape. The loss is put at $25,000. 

“An ex-brakeman named Kilday was arrested near 
Shenectady this evening by Deputy Sheriff Vost and Agent 
A. P. Benjamin, and lodged in jail at Ballston. He refused 
tosayaword. Heis a discharged brakeman on the Bos- 
ton, Hoosac Tunnel & Western Railroad and has loitered 
about Mechanicsville half intoxicated for three days. He 
disappeared this morning and was seen at Quaker Street, a 
short distance out of the city. He will probably confess his 
guilt.” 

A Terrible Accident. 


A dispatch from Pittsburgh, May 14, says: ‘A west- 
bound freight collided with the gravel train on the Balti- 
more & Ohio road, one mile east of Connellsville, between 9 
and 10 o’clock this morning. A number of laborers, vari- 
ously estimated at from 12 to 20, were killed and many were 
injured. The scene of the disaster is on a sharp curve just 
west of the Speer Sand Works. The freight train was 
heavily laden with ore. The camp train consisted of six 
cars and contained about 50 men, who had just been trans- 
ferred from the Pittsburgh Southern road and were on their 
way to Ohio Pyle Falls to work on the grading for a double 
track on the east end of this division. Both trains were run- 
ning fast and came together with a terrible crash. The en- 
gines remained on the track and telescoped each other to 
the smoke stacks, but the heavy tenders jumped into the air 
and fell, the freight tender upon the engine, and the gravel- 
train tender back upon the first car in the rear of it. 

‘Here was ascene of death, the car catching fire from 
the overturned stove and burning up before the stupefied 
survivors could comprehend the awful situation of their 
shrieking companions. 

“Three men esca’ from the car, and one of them as- 
sured the reporter that the fire could have been extinguished 
had water been applied in time. The wreck itself was a 
ghastly sight. The tender of the freight engine stood 30 ft. in 
the air at the side of theiron car that was burned, and there 
could be seen sitting amid the glowing embers, twisted iron 
rods and dead ashes, the grinning skeletons, one sitting bolt 
upright apparently peering into the flames that had smoth- 
ered out bis life, as well as those of his companions. It is 
impossible at this writing to get a list of the dead and 
wounded, but it is known that John Neville, Jobn Ward, 
John Carey and John Hughes were burned. Pat Cassady, 
who was in the second car, was instantly killed. Another, 
named Shay, who was injured, has just died. At noon 
a large force of shop bands were on the ground ex- 
tinguishing tbe flames, and the wreck-train was at work 
pulling the débris away and removing the charred remains. 

** The burned trunks of four of the victims have just been 
taken out. Across the breast of one the white unsinged 
flesh contrasts strangely with the blackened surroundings. 
That spot was where the heavy timbers caught him and 
held bold of him in the grip of fate until the flames left 
nothing but the headless, armless and legless trunk. The 
remains were reverently placed on a board, carried aside 
and laid down upon the green grass spotted with purple 
forest flowers. A lean and hungry-looking mountain dog 
sniffed the roasted fiesh and licking his chops descended 
upon the remains. Fortunately he was discovered and 
driven away. Itis expected that the wreck will be cleared 
up this evening. The officials decline to say who is to 
blame, but popular opinion puts it on one of the train run- 
ners. It may bave been a mistaken understanding of or- 
ders. The true cause will not be known for a day or two. 
- i meantime a thorough investigation has been or- 
aered, 

** When the wreck was cleared it was discovered that 12 
persops had been injured, and 14 were missing. Tbe 
bodies of 10 of these were recovered. The otbers are sup- 
posed to have been entirely consumed. Of those recovered 
only two, Cassady and Dermott, could be positively iden- 
tified. The others were burned into a shapeless mass. One 
of the injured, J. T. Shay, died on the way to the hospital, 
making 15 deaths in all.” 

The Missouri Pacific Hospital System. 

A dispatch from St. Louis, May 7, says: ‘‘ A circular has 
been issued by Fourth Vice-President Talmage, which ex- 
tends to the Wabash system the hospital service of the Mis- 
souri Pacific system, whicb has become very successful and 
exceedingly popular under the careful supervision of Vice- 
President Hoxie. The service of the roads east of the 
Mississippi River will be in charge and under control of Dr. 
W. RB. Outten, with headquarters at St. Louis, and the ser- 
vice of the lines west of the river wil] be in charge of Dr. J. 
W. Jackson, with headquarters at Kansas City.” 


General Qailroad Wews. 
MEETINGS AND ANNOUNCEMENTS. 


Meetings. 
Meetings will be held as follows : 

Central Jowa, annual meeting, at the office in Marshall- 
town, Ia., June 4, at noon. 

Chicago, Milwaukee & St. Paul, annual meeting, at the 
office in Milwaukee, Wis., June 5, at noon. Transfer books 
close May 17. 

Chicago & Northwestern, annual meeting, at the office in 
Chicago, at 1 p. m.,on June 5. A special meeting is also 
called for June 26. 

Concord, annual meeting, at White’s Opera House in Con- 
cord, N. H., at 11 a. m., on May 27. 

Oregon Railway & Navigation Co., annual meeting, at 
the office in Portlend, Ore., June 16. Transfer books 
close May 16. 

Oregon & Transcontinental Co., annual meeting, at Port- 
land, Ore., June 16. 

St. Paul & Duluth, annual meeting, at the office in St. 
Paul, Mion., June 16, at noon. 


Dividends. 
Dividends have been declared as follows: 

Chicago & Alton, 2 per cent., quarterly, payable June 2, 
to stockholders of record May 10. This is the first quarterly 
dividend, the company having paid half-yearly heretofore. 
The rate of dividend (8 per cent. yearly) is unchanged. 

Northern (New Hampshire), 3 per cent., semi-annual, pay- 
able June 2. 


_ Railroad and Technical Conventions. 
Meetings and conventions of railroad associations and 
technica] societies will be held as follows: 

New England Railroad Club, regular monthly meeting, 











at the rooms of the club in Boston on Wednesday, May 28. 

American Institute of Mining Engineers, spring meeting, 
in Chicago, beginning on Tuesday, May 27. 

American Society of Civil Engineers, annual convention, 
in Buffalo, N. Y., beginning on Tuesday, June 10. Fuil 
arrangements have been announced. 

Master Car-Builders’ Association. annual convention, in 
Saratoga, N. Y.. beginning on Tuesday, June 10. 

‘ard-Masters’ Mutual Benefit Association, annual con- 
vention, in Atlanta, Ga., on Wednesday, June 11. 

Master Mechanics’ Association. annual convention, in 
Long Branch, N. J., beginning on Tuesday, June 17. 

Railway Telegraph Superintendents’ Association, annual 
convention, in Boston, on Tuesday, June 17. 

General Baggage Agents’ Association, semi-annual meet- 
ing, in Boston, on Wednesday, July 16. 

Western Association of General Passenger & Ticket 
Agents, adjourned meeting, in Minneapolis, Minn., on Wed- 
nesday, Aug. 13. 

Master Car-Painters’ Association, annual convention, in 
Boston, on Wednesday, Sept. 3. 

Road-Masters’ Association of America, annual conven- 
tion, in Indianapolis, Ind., on Wednesday, Sept. 10. 

Association of American Railroad Superintendents, 
semi-annual meeting, in Boston, on Tuesday, Sept. 16. 

National Association of General Passenger & Ticket 
Agents, semi-annual convention, in Boston, on Tuesday, 
Sept. 16. 

General Time Convention, fall meeting, at the Continental 
Hotel, Philadelphia, on Thursday, Oct. 9. 

Southern Time Convention, fall meeting, at No. 46 Bond 
street, New York, on Wednesday, Oct. 15. 

American Street Railway Association, annual convention, 
in New York, on Wednesday, Oct. 15. 


Railroaders’ Brotherhood. 


The Grand National Division of the Railroaders’ Brother- 
hood began its tenth annual Convention in Reading, Pa., 
May 19. President Wm. Rumble, of Tamaqua, Pa., pre- 
sided. The meeting was expected to last three days, the 
business sessions being held with closed doors. 
Train Dispatchers’ Association. 

All train dispatchers who wish to join in the formation of 
an association for mutual improvement and assistance, are 
requested to write to Charles F. Wilcox, Train Dispatcher 
Wabash, St. Louis & Pacific Railway, at Decatur, Ill. The 
question of forming an association has been under discus- 
sion for some time, but no active measures have been taken. 


Western Association of General Passenger and 
Ticket Agents. 

The Western Association of General Passenger Agents met 
in Louisville, Ky., May 14. The only matter of importance 
brought up was the establishment of special rates to the 
New Orleans Exposition, but no conclusion was reached. 
The Association adjourned to meet at Minneapolis on the 
second Wednesday in August next. 


New England Railroad Club. 

The next meeting of this club will be held at its rooms in 
the Boston & Albany passenger station in Boston, at 7:30 
p- m., on Wednesday, May 28. The subject for discussion is 
the following: 

“Ts a standard Freight Car Truck possible, and if so, what 
are the features, in detail, of the most durable, as to style, 
sizes of iron and bolts, kind of springs, journal bearings, 
etc., etc. 7” 

The Committee on Transportation to the Master Car- 
Builders’ Convention at Saratoga will submit its report. 

All persons interested are invited to attend the meeting 
and join in the discussion. 

American Society of Mechanical Engineers. 
The spring meeting of this society began in Pittsburgh May 
20. On Tuesday there was a joint meeting with the Engi- 
neers’ Society of Western Pennsylvania, at which a report 
was presented on the ** Use of Natural Gas for Industrial 
Purposes,” which was discussed by the members of the two 
societies. 

On Wednesday morning a business session was held, at 
which the following papers were read and discussed : ‘‘ Heii- 
cal Springs,” John W. Cloud, Altoona, Pa. : ‘* Estimates for 
Steam Users,” Charles E. Emery, New York ; ‘*‘ Rules for 
Conducting Boiler Tests,” William Kent, New York: “ Prac- 
tical Solution of the Perfect Screw Problem,” William A. 
Rogers, Cambridge, Mass. ; ‘‘ New York to Chicago in Seven- 
teen Hours,” W. Barnett Levan, Philadelphia. In the after- 
noon the delegates visited places of interest about the city. 


Car Accountants’ Association. 
The annual convention of this association began in Rich- 
mond, Va., May 20, with about 100 members present. The 
convention was called to order at 10 o'clock by the Presi 
dent, Mr. Asa P. Blakslee, of the Lehigh Valley road. 

The first business in order was the election of officers for 
the ensuing year, when the following were chosen: Presi- 
dent, W. A. Moody, Richmond & Danville; Vice-President, 
F. M. Luce, Chicago & Northwestern; Secretary, H. H. 
Lyon, Chicago & Alton; Treasurer, H. G. Sleight, Vandalia 
Line. 

The first session was chiefly occupied in the discussion of 
amendments to the by-laws and other routine business. 

Ou the second day only one session was held, which was 
occupied in discussivg the subjects of diversion of cars, im- 
proper loading of cars, and what is the best system of dis- 
tributing foreign cars to insure prompt movement and 
proper loading. In the afternoon the members joined in the 
Memorial Day ceremonies in the city. 


American Institute of Mining Engineers. 

A circular from the Secretary, Dr. R. W. Raymond, says 
that no change has been made in the programme for the 
Chicago meeting, to begin Tuesday, May 27. Headquarters 
will be at the Grand Pacific Hotel ; rates from $3 to $5 per 
day. Members desiring rooms should promptly notify Mr. 
John Crerar, No. 109 Dearborn street, Chicago. Members 
are also requested to notify the Secretary if they expect to 
attend the meeting, stating railroad facilities required for 
themselves and ladies. The following papers have been an- 
nounced : 

** Russell’s Improved Process for the Lixiviation of Silver 
Ores,” by Charles A. Stetefeldt, New York City. 

“The Wolfe Safety-Lamp,” by Eugene B. Wilson, 
Drifton, Pa. 

“The Application of Petroleum Vapor Fuel to Technologi- 
cal Processes,” by Geo. W. Goginand A: F. Hill, New York 
City. 

ihe Rolling of Steel Ingots with their Own Initial Heat,’ 
by John Gjers, Middlesbrough, England. 

** A Blast-furnace with Bosh Water-jackets and Iron Top,” 
by Arthur F. Wendt, New York City. 

“‘ Notes of a Visit to the Cauca Mining District, U. 8. of 
Colombia,” by John Hays Hammond, New York City. 

“Treatment of Rebellious Ores in} Mexico with Hypo- 
sulphite of Lime,” by John Hays Hammond, New York 
City. 

oN Vacuum Pump and Table Blowpipe,” by W. F. Dur- 
fee, Bridgeport, Conn. 
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“A Complete Gas-Assaying Plant,” by Walter Lee Brown, 
Chicago, Ill. 

“The Hydraulic Cement Works of the Utica Cement 
La Salle Co., Ill.,” by Henry C. Freeman, Alto Pass, 

ll. 

‘“‘ The History of the Beginning of the Coal Trade of La 
Salle,” by Henry C. Freeman, Alto Pass, III. 

““A New Method of Shaft-sinking through Water-bearing 
Loose Material,” by James E. Mills, Quincy, Cal. 

Mewbers intending to take part in the discussion should 
bring with them copies of the paper of Mr. Stetefeldt, re- 
cently sent out; also that of Mr. Salem on “ Physical and 
Chemical Tests of Steel,” which was read at the Cincinnati 
meeting, and made a special order for discussion at the 
Chicago meeting. 








ELECTIONS AND APPOINTMENTS. 


American Association of Ticket Brokers.—This organiza- 
tion held its annual convention in Louisville, May 14, when 
the following officers were chosen: President, Ed. Mulford, 
Chicago; General Manager and Secretary, H. C. Meader, 
Louisville, Ky.; Treasurer, W. S. Leonard, Mansfield, Ohio. 


Ashuelot.—At the annual meeting in Keene, N. H., May 
13, the following directors were chosen: E. F. Lane, F. F. 
Lane, Keene, N. H.; Oscar Edwards, Northampton, Mass. ; 
George E. Frink, A. B. Harris, J. Mulligan, Springfield, 
Mass. The road is leased to the Connecticut River Com- 
pany. 

Atlantic & Pacific—At the annual meeting in Boston, 
May 15, the following directors were chosen: Isaac T. Burr, 
Benjamin P. Cheney, W. L. Frost, A. W. Nickerson, H. C. 
Nutt, W. B. Strong, A. E. Touzalin, Levi C. Wade, Boston: 
W. F. Buckley, Bryce Gray, C. P. Huntington, Jesse Selig- 
man, E. F. Winslow, New York. 


Austin, Mankato d&: St. Cloud.—At the annual meeting in 
St. Paul, last week, J. W. Bishop, Conrad Gotzian, H. P. 
Upham, W. R. Morrison, H. B. Walker, John Johnston and 
S. B. McConnell were elected directors. At a subsequent 
meeting of the directors, J. W. Bishop was elected Presi- 
dent; Conrad Gotzian, Vice-President; H. P. Upham, 
Treasurer, and S. B. McConnell, Secretary. 


Baltimore & Ohio Leased Lines.—At meetings held in 
Pittsburgh recently directors were chosen as below for the 
companies named, whose roads are leased to the Baltimore 
& Obio: Berlin.—President, J. B. Washington; Directors, 
Robert Garrett, J. G. Harvey, W. H. Koontz, Welty McCul- 
lough, S. Philson, 8S. A. Philson. Salisbury.—President, W. 
S. Bissell: Directors, J. B. Craven, N. M. Clements, Robert 
Garrett, John B. Jackson, T. M. King, Johns McCleve, 38. 
Spencer. Somerset d> Cambria.—President, J. B. Washing- 
ton; Directors, Robert Garrett, J. G. Harvey, W. H. 
Koontz, Welty McCullough, Daniel J. Morrell, C. C. Mus- 
sellman. 


Bankers d& Merchants’ Telegraph Co.—This company has 
elected Anthony W. Dimock President; Robert Turner, 
Vice-President: J. G. Case, Secretary and Treasurer: G. 8. 
Mott, General Superintendent. 


Canadian Pacific.—At the annual meeting in Montreal, 
May 14, the following directors were chosen: R. B, An- 
gus, P. duP. Grenfell, R. V. Martinson, H. 8. Non thcote, 
Baron J. de Reinach, C. D. Rose, Wm. L. Scott, Donald A. 
Smith, George Stephen, Jobn Turnbull, W. C. Van Horne. 
The board elected George Stephen President; R. B. Angus 
and W.C. Van Horne, Vice-Presidents. Mr. Van Horne bas 
heretofore been General Manager only and is now Vice-Pres- 
dent also. 


Car Accountants’ Association.—At the annual conven- 
tion in Richmond, Va , May 20, the following officers were 
elected: President, W. A. Moody, Richmond & Danville: 
Vice-President, F. L. Luce, Chicago & Northwestern ; Secre- 
tary, H. H. Lyon, Chicago & Alton: Treasurer, H. G. 
Sleight, Vandalia Line. 


Central Iowa.—Mr. S. K. Hooper bas been appointed 
General Passenger Agent, with office in Marshalltown, Ia. 
Mr. Hooper has been for a number of years on the Hannibal 
& St. Joseph road. 


Cheshire.—At the annual meeting in Keene, N. H., May 
15, the following directors were chosen: W. A. Russell, E. 
C. Thayer, George W. Russell, A. B. Turners, Royal M. 
Pulsifer, W. H. Hill, Jr., H. W. Suter. 


Cincinnati & Eastern.—The following circular from 8. 
Woodward,.Receiver, is dated Cincinnati, May 13: 

“‘ In consequence of the near completion of our line to 
Portsmouth, and the largely increased business attending the 
same, it has become necessary to re-organize the Account- 
ing and Ticket departments of the road. Mr. Wm. Mans- 
field will continue in full charge of the Accounting Depart- 
ment with the title of Auditor. Mr. T. D. Rhodes, in addi- 
tion to his other duties heretofore indicated, will have full 
charge of the Passenger Department, as announced in ac- 
companying circular.” 

The accompanying circular from General Superintendent 
George H. Wilber, is as follows : 

‘Mr. T. D. Rhodes is appointed General Passenger Agent 
of this road with office in Cincinnati. All communications 
relative to the business of that department should be ad- 
dressed to him. Mr. Chas. Mansfield, in addition to his 
other duties, will assist Mr. Rhodes in this department, 
with the title of Assistant General Passenger Agent, Effec- 
tivé May 15, 1884.” 


Cleveland, Columbus, Cincinnati & Indianapolis.—Mr. 
H. J. Newton has been appointed City Passenger Agent in 
Cincinnati. le recently represented the New York Central 
in that city. 


Connotton Valley.—At the annual meeting in Canton, O., 
May 14, the following directors were chosen: H. A. Blood, 
Charles H. Blood, Irving A. Evans, J. C. Watson, Samuel 
Briggs, Isaac H. Taylor, H. D, Upton, Jeremiah M. Watson, 
D. K. Stevens. The board organized by electing H. A. 
Blood President; D. K. Stevens, Secretary and Treasurer; 
E. D. Hewins, Transfer Agent. 


Georgia.—At the annual meeting in Augusta, Ga., May 
14, the following were elected: President, C. H. Phinizy; 
Directors, M. P. Stovall, James 8S. Hamilton, Stevens 
Thomas, Josiah Sibly, George Hillyer, John Davison, Wm. 
M. Reese, John H. James. Joel A. Billups, J. H, Alexander, 
H. D. McDaniel, H. H. Hickman, N. L. Hutchens, Ferdi- 
nand Phinizy, D. N. Speer, A. W. Calboun. 


Hannibal & St. Joseph.—Mr. T. 8. Beeler has been ap- 
pointed Chief Train Dispatcher, in place of 8. 8, Woodward, 
resigned. 


Lake Shore & Michigan Southern.—Mr. L. G. Higgins 
has been appointed Purchasing Agent in place of A. C. 
Armstrong, resigned. 


Little Rock & Fort Smith.—Mr. A. J. Lamborn has been 


appointed Auditor, with office in Little Rock, Ark., in place 
of . G, Allis, resigned, 
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Little Rock, Mississippi River & Texas.—Mr. A. J. Lam- 
born bas been appointed Auditor, with office in Little Rock, 
Ark., in place of H. G. Allis, resigned. 


Louisville, Evansville & St. Lowis.—At the annual meet- 
ting in Mt. Carmel, Ill., May 14, the following directors 
were chosen: J. T. Taylor, John Goldthwait, F. B. Tayior, 
H. C. Nutt, William T. Hart and F. B. White, Boston ; St. 
John Boyle, James M. Fetter, Bennett H. Young, John B. 
Bangs and C. Brackenbrough, Louisville; Samuel Bayard 
and William Heilman, Evansville, Ind.; Morris McDonald, 
New Albany, Ind.; Bluford Wilson, Springfield, Ill.; James 
H. Wilson, Wilmington, Del. 

Mr. J. L. Teague, late train dispatcher at Huntingburg, 
Ind., bas been appointed Master of Transportation, with 
headquarters at New Albany, Ind., vice J. M. — 
resigned. The office of General Western Agent, held by 
Mr. W. H. Lindsay, has been abolished. 


Louisville & Nashville.—At a meeting held in New York, 
May 19, the board elected Mr. Jacob S. Rogers President in 
place of C. C. Baldwin, resigned. Mr. Rogers is President 
of the Rogers Locomotive Works in Paterson, N. J., and has 
been a director of this company for two years past. 

General Manager Dunbam has issued the following circu- 
lar: ‘*The — of Mr. James Geddes, Superintend- 
ent Nashville & Decatur Division and Second Division Main 
Stem, is extended over the Henderson Division, to take ef- 
fect the 15th instant. Mr. Levi Hege, the present Superin- 
— of the Henderson Division, will be assigned to other 

uties.”’ 


Manchester & Keene.—At the annual meeting in Keene, 
N. H., May 15, the following directors were chosen: Wm. 
W. Bailey, Samuel N. Bell, John H. Buttrick, B. F. Kend- 
rick, Charles 8. Mellen, F. H. Nourse, Frederick Smythe. 
The board elected Wm. W. Bailey, President; C. E. A. 
Bartlett, Clerk and Treasurer. The road is controlled by 
the Boston & Lowell and the Concord companies. 


Mexican Central.—The following circular bas been issued 
by Mr. F. W. Jobnstone, Superintendent of Motive Power 
and Machinery : 

“The following reorganization of the Motive Power De- 
partment of this road will take effect this date: Mr. J. H. 
O’Brien is appointed Master Car-Builder, with headquarters 
in the city of Mexico. Mr. M. 8. McCay is appointed Chief 
see and Secretary, with headquarters in the city of 
Mexico. 

‘*This department will be operated as follows : 

“ First Division, Mexico to south switch at Silao, 383 kilom- 
eters, in charge of R, P. Simpson, Master Mechanic, with 
headquarters in the city of Mexico. 

‘*Second Division, Silao to south switch at Calera, includ- 
ing Guanajuato Branch, 376 kilometers, in charge of C. E. 
Stewart, Master Mechanic, with headquarters at Silao. 

“ Third Division south, Calera to south switch at Jimulco, 
330 kilometers, in charge of A. Hendee, Master Mechanic, 
with headquarters at Calera. 

“Third Division north, Jimulco to south switch at Santa 
Rosalia, 380 kilometers, in charge of W. L. Wallace, Master 
Mechanic, with headquarters at Jimulco. 

‘Fourth Division, Santa Rosalia to Paso del Norte, 524 
kilometers, in charge of J. G. McCuen, Master Mechanic, 
with headquarters at Chihuahua.” 


Michigan Central.—Mr. G. W. Comstock has been ap- 
poiated Train-Master of the Eastern and Toledo divisions in 
place of Robert Hunter, resigned. 


New York & Harlem.—At the annual meeting in New 
York, May 20, the following directors were chosen: Wm. 
H. Vanderbilt, Cornelius Vanderbilt, William K. Vander- 
bilt, Frederick W. Vanderbilt, Samuel F. Barger, Chauncey 
M. Depew, John E. Burrill, William H. Leonard, Robert J. 
Niven, John B. Dutcher, Joseph Harker, James H. Banker, 
Charles C. Clarke. The only new director is Mr. Clarke, 
who succeeds Augustus Schell, deceased. The road is leased 
to the New York Central & Hudson River. 


Northern Pacific.—Mr. Johnston Livingston has been 
chosen a director to fill a vacancy in the board. 


Oregon & Transcontinental Co.—Mr. Elijah Smith has 
been chosen President of this company in place of Wm. Endi- 
cott, Jr., resigned. Messrs. Charles H. Eolby and Brayton 
Ives have been chosen directors to fill vacancies. 


Pittsburgh, Fort Wayne & Chicago.—At the annual meet- 
ing in Pittsburgh, May 21, the following directors (one- 
third of the board), whose terms then expired, were re- 
elected: J. N. McCullough, Pittsburgh; Charles Lanier, 
George W. Cass, Samuel J. Tilden, New York. 


Transcontinental Traffic Association.—Mr. Joseph F. 
Tucker, late Traffic Manager of the Illinois Central, has 
been appointed Arbitrator of this Association. It is under. 
stood, however, that he will retain the position for a short 
time only, 








PERSONAL. 





—Mr. C. 8S. McMillan has resigned his position as Superin- 
tendent of the Saginaw, Tuscola & Huron road. 


—Mr. Wm. Endicott, Jr., has resigned his office as Presi- 
dent of the Oregon & Transcontinental Co. The reason 
given for his resignation is ill health. 


—Mr. 8. 8. Woodard has resigned his position as Chief 
Train Dispatcher of the Hannibal and St. Joseph road, and 
will accept a position on the Texas & St. Louis road. 


—Mr. A. C. Armstrong has resigned his position as Pur- 
chasing Agent of the Lake Shore & Michigan Southern 
Railroad. It is said that his resignation was caused by a 
personal difficulty with President Newell. Mr. Armstrong 
has been connected with the Lake Shore road for many 
years. 


—A report is current that Mr. John W. Garrett will 
shortly retire from the Presidency of the Baltimore & 
Ohio Co. and will transfer his office to his son, Robert Gar- 
rett. A similar report was current about a year ago, but 
then proved to be untrue, and the present rumor is perhaps 
not more reliable. 


—Mr. J. C. Williams has resigned his position as General 
Superintendent of the Chicago & Atlantic road , to take effect 
June 1. Mr. Williams was Chief Engineer of the road dur- 
ing its constructiou and since its completion has had charge 
of the operating department. It is understood that he will 
take a position as chief engineer of a western road. 


--Judge Joshua Tracy, President of the Burlington, 
Cedar Rapids & Northern Co., died in Burlington, Ia., May 
18, after a short illness. Judge Tracy was 59 years old. 
He was born in Belmont County, Ohio, but had lived in 
Iowa for many years and was well known asa lawyer. He 
had been President of the company since its organization. 


—Mr. D. W. C. Rowland, formerly General Superintend- 
ent of the Louisville & Nashville road, was presented in 
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Louisville, May 18, with a very handsome silver set by his 
friends and former associates in the general offices of the 
Louisville & Nashville road. The presentation was made 
by Mr. J. L. Culp, the General Freight Agent of the road, 
in a brief address referring to the many years of pleasant 
official intercourse they had had together. 


—Mr. C. C. Baldwin has resigned bis position as President 
of the Louisville & Nashville Co. His resignation, it is 
understood, has been made on account of the action of the 
board in disapproving his course in using the company’s 
money to sustain the price of its stock on the New York 
Stock Exchange. This course had resulted in a loss of over 
$200,000, which Mr. Baldwin has made good. He has been 
President about two years, succeeding Mr. Green in tbat 
office. Mr. Baldwin remains a director of the company. 


—Col. John C. Spooner, of Hudson, Wis., has resigned his 
position as a director and as General Solicitor of the Chi- 
cago, St. Paul, Minneapolis & Omaba Railway, because of 
the suit brought by that company against H. H. Porter, 
David Dows and R. P. Flower to recover for an alleged 
legal distribution of preferred stock in 1878, when they 
were directors. Mr. Spooner says that he has acted as coun- 
sel for Mr. Porter in a case involving largely the same facts 
and feels bound to continue to serve him, which will be 
incowmpitible with the position of General Solicitor of the 
company. 


—Mr. Henry B. Starring, for many years General Baggage 
Agent of the Chicago, Burlington & Quincy and its con- 
trolled lines, died suddenly in Chicago May 12. Mr. Star- 
ring has been connected with the road for nearly 30 years, 
the greater part of that time in the baggage department, 
and to him are due important improvements in the system 
under which his department was managed. For some 
years past his ill health has made him unable to attend to 
the duties of his position, which were principally discharged 
by his son and assistant. Mr. Starring was 52 years old and 
leaves many friends who will regret his death. He had a 
reputation for exceptional ability in his department. 


—The Boston Journal says: ‘* Mr. Joshua W. Richardson, 
Passenger Agent of the Stonington line, who has been ill for 
some time, is improving. Mr. Richardson has held his pres- 
ent position 17 years, and in all this time bas not allowed 
himself a day of rest. He ranks fourth in date of tenure 
of office as passenger agent in New England. James Mills, 
the present Freight Agent of the Boston & Albany Railroad 
assumed the double duty of passenger and freight agent of 
the Western Railroad in 1854. Andrew J. Harlow, the Pas- 
senger Agent of the Michigan Central Railroad, commenced 
for that road in Boston in 1858, and with the exception of a 
few months has continued in the same office. His actual 
railroad service dates back to 1845, 39 years. John Q. A. 
Bean, now of the Chicago, Burlington & Quincy, was the 
first New England Passenger Agent of the Hannibal & St. 
Joseph—his railroad service dates back to 1848, 36 years 
ago. 


—Col. George M. Totten, for many years a well-known 


| civil engineer, died at his residence in New York, May 17, 


aged 75 years. He was born in New Haven, Conn., in 1809, 
aud received his education at Partridge’s Military Academy 
in Middletown, Conn., then a school of considerable nofe. 
When 20 years o!d he began work as an/engineer on the old 
Farmington Canal, now a part of the New Haven & 
Northampton road. A year later he was employed on the 
Juniata Sonal, in Pennsylvania, and in 1831 was made as- 
sistant engineer on the Delaware & Raritan Canal. In 
1835 he was employed on the railroad from Reading, Pa., 
to Port Clinton, and later on several lines in Pennsy]- 
vania and on the Raleigh & Gaston road in North 
Carolina, of which he was chief engineer. In 1843, 
he went to Colombia, South America, where he had charge 
of the building of the Canal del Digue, in connection with 
the late John C. Trautwine. In 1850, Col. Totten was ap- 
pointed Chief Engineer of the Panama Railroad, and that 
road was located and built under his charge. He retained 
his connection with the road for 25 years, when he finally 
retired and settled in New York. His last active service 
was as a member of the Panama Canal Commission in 1879, 
although he was employed frequently as consulting eu- 
gineer in various works, and at the time of his death was 
Consulting Engineer of the Panama Canal. VCol. Totten’s 
health never fully recovered from the hard work and ex- 
posure to which he was subjected at the time of the building 
of the Panama Railroad, and of late years was pretty well 
broken down. He leaves a widow and two daughters. He 
was highly esteemed as an engiueer both at home and 
abroad, and had received many testimonials as to his ability 
and success. 








TRAFFIC AND EARNINGS. 


Railroad and Express Lines. 


A dispatch from Concord, N. H., May 17, says: “The 
decision of the Board of Railroad Commissioners of New 
Hampshire, rendered yesterday in the Merrill express case, 
is one of great public concern, the circumstances of the 
controversy being as follows: Merrill & Co. of Nashua have 
been doing an express business between Keene and Boston, 
via Nashua. ‘They applied to the Boston & Lowell Rail- 
road for increased accommodations, which the road offered 
to furnish for a rental of $12,000 per year, with an indem 
nifying bond of $50,000. The express company considered 
both the rental and the bond excessive, and applied to the 
Railroad Commissioners for relief. The Board heard the 
evidence, and decided that the express company should pay 
a rental of $7.020 per anum and furnish a bond for 
$15,000. The railroad thereupon refused to accede to 
the decision , and cancelled the old contract, thus compelling 
the express company toclose upits business. Merrill & 
Co. proposed to bring suit agaisst the railroad for damages, 
and they applied to the Railroad Commissioners to enforce 
their former decision. At the hearing counsel for the rail- 
road took the ground that the Commissioners could compel 
it to carry the freight of the express company only to 
the state line, which it was willing todo, but it denied 
the right of the board to compel it to transport 
the freight over such portion of the road as‘ was in the 
state of Massachusetts. ‘The Board decided the case in 
favor of the express company, and has so_ notified 
the railroad. Should the road continue todefy the Com- 
missioners, the law provides that the attention of the Attor- 
ney-General shell be called to the matter, and that the case 
shall by him be prosecuted in the name of the state. The 
purpose of the railroad company since the decision has not 
transpired, but it isexpected that it will test its rights in the 
courts.” 





Regulating Time of Stock Trains. 


Commissioner J. W. Midgley, of the Southwestern Rail- 
way Association, has just issued the following rules regard- 
ing the transportation of live stock, taking effect May 21: 

** By and between the road scomprising the Southwestern 
Railway Association, it has been agreed that special or 
through runs of live stock from Missouri River points to 
Chicago shall not be made. All lines in this association, 
their agents and _ representatives, are forbidden to 





offer as an inducement to secure consignments 





of stock to make special, quick or through runs. 
The time via the several routes will as nearly as 
practicable be made alike. Stock-trainsstarting from K an- 
sas City the evening of a given day for Chicazo, will the 
following day be ee at anintermediate station in order 
to allow the cattle to be fed, watered and rested, the inten- 
tion being to land the cattle in Chicago the third aes 
after leaving Kansas City. No offer to run stock throug 
to Chicago without stopping it to be fed and watered must 
be made. Between Kansas City and the National Yards at 
East St. Louis, the time to be made by stock-trains shall not 
be less than 25 hours.” 


Railroad Earnings. 
Earnings for various periods are reported as below: 
Four months a, ril 30: 


" 1883. Inc. or Dec. P.c. 
Ala. Gt. South.. $351,281 $330,075 I. $21,206 6.4 
Cin., Ind., St.L. & 
ig Pe 703,009 752,663 D. 49,654 6.6 
Cin., N.0O.& T. P 785,676 740,438 I. 45,238 6.4 
Des M. & Ft. D.. 107.347 93,693 I. 13,654 144 
Nash., C. & St. L. 792,473 760,250 I. 32,223 4.2 
Net earnings... 328,650 318,465 L. 10,185 3.2 
N. O. & Nor’east. 132,910 22,354 I. 0,556 493.6 
South Carolina.. 416,905 494,925 D. 48,020 10.7 
Texas & St. L... I -weiteasias —,  sebanonee ann 
Vicksburg & Mer. 161,243 169,336 D. 8,093 4.8 
Vicks.. Shreve. & 
POOMNOsi6 2s « 43,398 28,924 I. 14,474 49.9 
Three months ending March 31: 
Boston & Albany. $1,751,092 «so... ccee, tee eens 
Net earnings... ee ee ee 
N. Y., N. Haven 
Pe se «CRI nter cen os iwi wencenn ou 
Net earnings... ee Pe os 
Rome, W. & Og. 327,546 327,045 I. 501 0.2 
Union Pacific... 5,059,489 5,981,836 D. 922,247 15.4 
Net earnings... 1,348,653 2,859,572 D. 1,510,919 52.4 
Month of March: 
Northern Pacific. $978,955 $563,903 I. $415,052 73.6 
Net earnings.. 436,676 82,162 I. 354,514 432.3 
MZ, £0... 477,131 568,210 D. 101,079 17.8 
Union Pacific.... 1,972,712 2,391,758 D, 419,046 17.5 
Net earnings.. 768,159 1,296,070 D. . 527,911 40.7 
Month of April: 
Ala. Gt. South... $84,500 $73,414 L $11,096 15.2 
Cin., Ind., St. L. & 
ae 193,509 193,141 TI. 368 0.2 
Cin., N.O. & T.P. 211.495 173,116 1. 38,379 22.2 
Des M. & Ft. D.. 28,068 23,182 I. 4.886 21.2 
Nash., C. & St. L. 188,167 161,435 L 26.732 16.6 
Net earnings.. 72,148 66,283 I. 15.865 28.3 
N. O. & Nor’east. 25,262 5,881 I. 19,381 328.5 
South Carolina. . 73,320 78,950 D. 5,640 A 
Texas & St. L.... RSP eee eae 
Vicksburg & Mer. 36,104 29,227 I. 6,867 23.7 
Vicks , Shreve. & 
PGE ses 05505 5,586 3,151 I. 2,435 77.3 
First week in May: 
Bur.,C. R. & N. $50,393 $46,259 I. $4,034 8.7 
Flint & Pere M.. 49,031 52,847 D. 3,816 7.2 
Florida Ry. & N 
SRP, Se 24,261 18,201 L. 6,060 33.6 
In., Bloom. & W. 46,637 56,040 D. 9403 16.8 
Kansas City. Ft. 
Scott & Gulf... 38,318 26,003 I. 12,315 47.4 
Kan. City, Spr. & 
ae CU anacatecns 2 0 _ 
Marq..H. & O.. 14.787 7.907 I. 6,880 87. 
Ohio Central.... 27,508 23,603 I. 3,905 16.3 
Second week in May: 
Canadian Pac... 103,000 $118,000 D. $15,000 12.7 
Chi. & East. Til. 24,247 28,056 D. 3.809 13.6 
Chi., Mil. & St. P. 58,000 448.083 1. 9.9'7 2.0 
Chi. & Nor’west. 431,500 410,800 1. 20.709 5.0 
Chi., St. Paul, M. 
Omaha...... 113,500 98,900 IL. 14,600 14.7 
Ill. Central.. ... 219,200 221.472 D. 2,272 1.0 
Long Island..... 49,529 47,134 I. 2,395 51 
Louisv. & Nash. 249,365 257,770 IL. 1,595 0.6 
Mil. & Northern. 10,440 9,800 I. 640 6.5 
No. Pacific. .... 315,500 202,340 I. 113,160 56.0 
Roch. & Pitts ... 21.959 13,071 L. 0.888 99.0 
St. L. & San F.. 80,100 68,500 J. 11,600 16.9 
St. P. & Duluth.. 22,171 22,698 D. 527 2.3 


Weekly earnings are usually estimated in part, and are 
subject to correction by later statements. 


Ioter-State Commerce. 
A dispatch from Ves Moines, Ia., May 20. says: ‘‘ The case 
of Barber against the Northwestern Railway was deter- 
mined in March, by the Iowa Railroad Commission, in 
favor of the complainant. He bought a buggy at Morrison, 
Ill., on which the charges to Gladden were 35.40 more 
than would have been charged for the same distance wholly 
in Iowa, The Commission ordered a refund of the over- 
charge, and directed the company to make its inter-state 
charge for lowa points conform to the schedule used in 
Iowa. The company refunded the overcharge, but ignored 
the other clause of the order. To-day the Commission 
ordered the Attorney-General to proceed to secure the en- 
forcement of the order. The principle involved is whether 
the state has police power to regulate inter-state commerce, 
and the case is in line with one recently arising in Dhnois, 
in which the Wabash road was defendant.” 

Grain Movement. 


For the week ending May 10 receipts aud shipments of 
grain of all kinds at the eight reporting Northwestern mar- 
kets and receipts at the seven Atlantic ports have been, in 
bushels, for the past eight years: 





North- Northwestern shipments .-— 

western P. ¢. Atlantic. 
Year. receipts. Total. By rail. By rail. e > 
1877....2.506,649 1,997,738 758,450 37. 2,575,025 
1878....4,896,219 4,115,751 45.4 6,359,345 
1879. ...3,510,383 6,226,747 31.8 4,549,127 
1880. ...4,987,75 4,963, 25.2 6,152,638 
881....3,729,414 4,099,344 25.6 3,647,404 
1882... .2,592,591 2,894,323 33.4 2,535,112 
1883... .3,570,801 3,401,692 53.0 2,894,468 
1884....2,744,116 4,107,229 57.7 1,851,823 
Thus the receipts of the Northwestern markets for the 

week were smaller than in the corresponding week of an 


revious year since 1877, except 1882, and 827,000 bushels 
ess than last year. They were also 223,000 bushels less 
than in the previous week of this year, and with one excep- 
tion were the smallest of the year. 

The shipments of these markets were larger than in the 
corresponding week of any previous year since 1880, but 
were 2,183, bushels less than in the previous week of 
this year, and were the smallest for the seven weeks since 
the 15-cent rate was made. The rail shipments were larger, 
and a larger proportion of the whole, than in any corre- 
sponding week, but they were smaller than in any previous 
week of this year since January, and 472,000 bushels less 
than the week before, when also the lake shipments were 
more than twice as great. The shipments down the Missis- 
sippi were 209,254 bushels, or 5.1 per cent. of the whole. 

The receipts of the Atlantic ports for the week were 
smaller than in the corresponding week of any previous year 
in the table, 1,053,000 bushels less than last year, 4 
bushels less than in the previous week of.this year, and the 
smallest for nine weeks. The falling off from the previous 

at New York and Baltimore. New York's 





week is chiefl 
receipts emailer fall off for a few weeks before the deliveries 
by canal begin. 
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The exports from Atlantic ports for the week ending May 
10, have been for five years: 


1880. 1881. 1882. 1883. 1884. 
Flour, bbls... 119.911 115,301 99,416 130,264 119,088 
Grain. bu....3,516,494 2,859,26L 763,223 1,977,2 8 2,005,987 


The exports are about the same this year as last, much more 
than in 1882, and much less than in the two earlier years. 


Southern Railway & Steamship Association. 


The following is the decision and award of the Board of 
Arbitration of the Association (Messrs. John Screven, 
Thomas H. Carter and E. K. Sibley) in the case of Chatta- 
nooga rates, referred to them for decision : 

“This case came before the Board on May 14, 1884, at 
Atlanta, and has had careful consideration. he following 
resolution, extracted from the minutes of the sixth meeting 
of the Executive Committee, held in New York, March 27, 
1884, presents the question the Board is called on to 
decide : 

‘Resolved, That the differences at present existing 
between established rates, from eastern points to Chatta- 
nooga and Atlaata, be again applied, and that on the rates 
as now established to Atlanta, the Chattanooga rates from 
New York shall be : 

1 2 3. 44 5 6 A B GC. 3 &2-@ 8 
107 9L 79 68 57 49 36 48 40 39 58 78 144 68 

“For the last ten years prior to Sept. 1, 1882, the rates to 
Chattanooga from eastern cities were the same as to Atlanta. 
Before that time rates to Chattanooga from Eastern cities 
were bigher than to Atlanta. -They were made lower than 
to Atlanta, on Sept. 1, 1882, to meet a break in the Trunk 
Line rates to the Ohio River points, which, by combination 
with the local rates, cut the rates from eastern cities to 
Chattanooga. 

“The Board recognizes the difficulty of an exactly correct 
adjustment of rates among competitive cities, within the 
territory of the Association. The city is a trade centre, and 
has its own area for the distribution of traffic. To favor 
one of these distributing centres, is to injure another, its 
competitive neighbor, and to enable the favored city to 
interlap and to encroach ou the territory naturally belong- 
ing to its competitor. 

“The territory controlled by the Southern Railway & 
Steamship Association has, on one side, the great competitive 
forces of the Coast and Gulf—forces entirely beyond its 
control—whose effects are felt in lessening degree from 
initial points on the Coast and Gulf to the interior. On the 
other side, or sides, of its territory, it has to meet the great 
competitive forces of the Trunk Lines, and of the Ohio and 
Mississippi rivers, the lakes and canals—forces also beyond 
its control. These, added to various internal disturbing 
causes, make the adjustment of rates a difficult question, 
keeping in view even-handed justice to all parties. 

“Taking this case in all its bearings, the Board is unable to 
see good reason for placing Chattanooga on the same plane 
as Nashville. Todoso would be to extend the lower rate 
of Nashville—a rate lower by reason of proximity of Nash- 
ville to the competitive forces of the Trunk Lines and rivers— 
to Chattanooga, a point more interior and further removed 
from these competitive possibilities. Orcasions may arise 
again, as in the _ when the Eastern rates to Chattanooga 
may be cut by demorelized rates of the Trunk Lines, and in 
such event the rates there may necessarily have to be re- 
duced to meet this condition of things. The same, however, 
may be said of all rates within our territory, and a resolu- 
tion was passed at the sixth meeting of the Executive Com- 
mittee to meet sucb a contingency: 

*** Resolved, That when, from avy cause not under the 
control of the Southern Railway & Steamsbip Association, 
the established rates from eastern cities to pomts witbin the 
territory of the Association cannot be maintained, the Gen- 
eral Commissioner may, at the request of any two of the 
members of the Executive Committee, revise said rates to 
all points, reducing the same so as to prevent unjust dis- 
crimination ; and the members of the Executive Committee 
hereby pledge themselves to enforce a strict maintenance of 
the said rates.’ 

But in the opinion of the Board it would be unwise, and in 


vain, to attempt to anticipate future irregularities in the ‘ 


Trunk Line rates by permanently lowering the rates at 
Chattanooga. Atlanta is situated 312 miles distant 
from the coast with its possibilities of competition. 
Chattanooga is 336 miles distant from the Ohio River 
and tbe Truok lines competition. In the opinion of the 
Board these two cities are as fairly grouped together in the 
matter of rates from eastern cities as can be arranged, and 
the board decides that the rates from eastern cities to each 
shall remain the same as now adjusted.” 


Coal. 
ous tonnages for the week ending May 10 are reported as 
follows: 


1884, 1885. Inc. or Dec. P.c. 
pe eerie 61,932 456,022 D. °391,090 86.4 
Eastern bituminous.... 188,199 157,860 30,339 19.2 
Coke eae, 62,621 3 1.979 31 


The week was one of total suspension by the anthracite 
companies, and the only considerable shipments reported 
were by the Pennsylvania Railroad. The antbracite market 
continues dull, and the prospect is that the suspensions wil! 
contiuue at intervals for some time yet. 

The coal tonnage of the Pennsylvania Railroad for the 
week ending May 10 was: 





Coal Coke. Total. 
Shae OR GON s ccincs WSS: is Seed 141,561 56,012 197,573 
From other lines........ ........ 63,041 8,588 71,629 
RESO Ae 204,602 64,600 «269,202 


The total tonvage of coal and coke this year to May 10 
was 4,598,393 tons, against 4,317,803 tons to the corre- 
sponding date last year, an increase of 280,590 tons, or 6.5 
per cent. 

Anthracite coal tonnage is reported by Mr. John H. Jones, 
the Official Accountant, as follows, the stat-mént including 
the entire production of anthracite coal, excepting that con- 
sumed by employés, and for steam and beating purposes 
about the mines; that is, all that is transported away from 
the collieries: 














-—-—— April.——-—.._ —-—F our months.—— 
Phila. & Read mora 5 78 8 aoe 2 On5. 660 
a Lill . 578.5 2,055.66 
Cent, of Ned... ¢ 1062,357 } 775756 ¢ 3,019,709 1 Sea 609 
Lehigh Valiey.... 465,815 493,517 1,717,069 1,825,543 
Del,, Lack. & W.. 459,571 392,778 1,454,364 1,410,7u8 
Del. & Hud. Canal 
Mini vccscuvestss 315,333 267,163 923.778 977,549 
Pow: 3 Wes ic ccae 257,475 219.792 898,900 735,688 
Penn'’a Coal Co... 136,041 119,991 382,686 418,888 
N. Y., L. E. & W.. 31,638 26,155 105,336 102,166 
pre: 2,828,210 2,511,710 8,501,932 8.900.961 


New Jersey Central tonnage is included in Philadelphia 
& Reading this year. The Lehigh Valley tonnage includes 
that of the State Line & Sullivan road, amounting to 7,992 
tong in April, 1884. In addition tothe Delaware & Hud- 
son Canal Co. tonnage given above, there were 39,444 tons 
transported from mines by that company during April, 
which is included in tonnage of other interests. 

The increase for April was 316,500 tons, or 12.6 per cent. ; 
the decrease for the four montbs was 399,029 tons, or 4.5 
per cent, The companies showing increases for the four 
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mouths were the Lackawanna, the Erie and the Pennsylvania 
Railroad. 

The percentage of the total tonnage credited to each 
company for the four months was as follows: 





Phile. & Reaa 1884. — Inc. or Dec. 
ila. eading ! ms § 23. ‘ 
Central. of New Jerse} 1g 35.5 115.34 D- 29 
Lehigh Valley a 20.2 20.6 D. 0.4 
Del.. Lackawanna & Western.... 17.1 15.9 :. 12 
Del & Hudson Canal Co ........ 10.9 11.0 D. 01 
Pennsylvania Railroad..... ..... 10.6 8.3 de 2.3 
Pennsylvania Coal Co........... 4.5 4.7 D. 0.2 
N. Y., Lake Erie & Western... . 1.2 1.1 :o 0.1 
Ae eT ee ee 100.0 100.0 cee 


The stock of coal on hand at tidewater shipping points, 
April 30, 1884, was 859,450 tons; on March 31, 1884, 588,- 
229 tons ; increase, 271,221 tons, or 46.1 per cent. 

Cumberland coal shipments for the week ending May 17 
were 71,583 tons. The total shipments this year to May 17 
were 894,561 tons, against 784,842 tons to the correspond- 
eee last year; an increase of 109,719 tons, or 14.0 per 
cent. 

A contract for 350,000 tons of coal for the Philadelphia 
Gas Trust has been placed with the Westmoreland Coal 
Association and the Penn Gas Coal Co, at $4 per ton. This 
contract has obliged the companies to make terms with their 
miners, who have been on a strike for several weeks, but 
have now returned to work. The principal point at issue 
was the size of the screens used to separate the waste from 
the merchantable coal. 


Cotton. 


Cotton movement for the week ending May 16 is reported as 
follows, in bales: q 


Intervor markets : 1884. 1883. Ine. or Dec. P. ec. 
ROCCINE 5... 6c cseve 6,010 23,105 D. 17,065 74.3 
Shipments............. 11,423 37,176 D. 25,753 69.6 
Stock, May 16....... ; 5,822 133,871 D. 58,049 43.3 

Seaports: 
sts) dbawandte 8,694 43,976 D. 35,282 80.2 
eee 11,447 52,153 D. 40,706 75.6 
Stock, May 16......... 523,131 551,436 D. 28,305 5.1 


The total cotton in sight, or actual shipments from plan- 
tations, for the cotton year, from Sept. 1 to May 16, is 
estimated at 5,575,062 bales; the decrease, as compared 
with last year, is 1,172,407 bales, the increase as compared 
with 1881-82 is 352,557 bales, and the decrease from 
1880-81 is 696,598 bales. 


Union and Northern Pacific Agreement. 


A dispatch from Omaha, Neb., says that last week the 
traffic agents of the Union Pacific and the Northern Pacific 
roads met there and made an important agreement for the 
interchange of business. Beginning June 1 tickets will be 
sold at Omaha, Kansas City and other stations on the 
Union Pacific to all points on the Northern Pacific between 
Garrison and Wallula Junction, and vice versa. The freight 
traffic from Union Pacific points to Portland, and that from 
Portland to local points on the Union Pacific, will be sent 
direct via the Utah & Northern Railway, the Nortbern -Pa- 
cific and the Oregon Railway & Navigation Co, instead of 
via the Central Pacific and San Francisco. Rates will be 
the same from Omaha as from St. Paul. 

This is probably an extension and enlargement of the 
agreement under which traffic has heretofore been exchanged 
at Garrison. 

Kentucky Rates. 
An agreement has been signed by the Louisville & Nashville, 
the Cincinnati, New Orleans & Texas Pacific, and the Ken- 
tucky Central, under which those companies will restore 
and maintain rates to competitive and local points in Ken- 
tucky covered by their lines. There has recently been some 
sharp competition and a good deal of cutting. 


Boston Trafic Notes. 
The Boston & Albany received from the New York Central 
road at Albany in April 12,238 freight cars, against 10,966 
in April of last year, an increase of 1,272 cars, or 11.6 per 
cent. 
Traffic Notes. 

The Chicago & Grand Trunk has brought to Chicago in the 
month of April for four years the following number of pas- 
sengers: 

1881. 1882. 1883. 1884, 
2,117 3,256 3,441 6,406 

The new St. Louis apportionment,which was agreed to by 
the roads concerned without arbitration, gives 20 per cent. 
of the east-bound freight to each of the five roads, while of 
the live stock the Vandalia Line gets 25 per cent., the 
Obio & Mississippi 10 per cent., and the Indianapolis & St. 
Louis, the Wabash and the Chicago & Alton each 21!¢ per 
cent. 

The differences to be allowed in the rates on lumber from 
competing lumber markets and Missouri River points have 
been fixed as follows by Mr. George M. Bogue as arbitrator, 
the amounts being the number of cents more or less than 
the Chicago rate which shall be charged from the places 
named : 


SINR 6 ciclo he nae bales tack ceva sddasen!! 2ssee0k wake 6% cents less 
Louisiana, Hannibal and Quincy................. .d% “ Ky 
ee Oe tte od aa 
Rock Island, Moline and Davenport.... .............3% “ ns 
Fulton, Lyons, Sabula, Comanche and Dubuque....2 Ay * 
McGregor and Prairie du Chien............ .. ..... 1 . = 
RA CPD GES VIMO 6c 5 | Scdecsdevcces secuss 1 cent more 
Minneapolis and St. Paul.... . .......... --.-2 cents more 
NON vase scc beni nicuuteldnaense) cabins encheern " = 


Menominee (Wis.), Eau Claire and Chippewa Falis.61%4 ‘* os 
Wausau, Stevens Point, Merrill, Centra:ia, Grand 


MU acs < manea ach \Kessexm, SoneeA sa; 65 = 
DNS cS ciin ace eve dese sires ban sree ekelbees Sees suabe 7 ° se 
Merrillan, Menomonee (Mich.), Marinette, Ft. 

SOAS OD GIO IG oo 56s vc cosin0ds aves. fo seee 6% * is 
Fane G0 LAC GRE OaRROGR, «0. cccsiccsiace cosceses sy ** “ 


East of Lake Michigan: 
Muskegon, Ferrysburg, Grand Haven, Grand Rap- 
WE ON I oc csccccancas 2 -c0sns 
The first rate made under this award was based on 15 
cents per 100 Ibs. from Chicago to Missouri River points 
and is to go into effect May 24. 


“cr “ 


Transporting Oregon Salmon. 

The Northern Pacific Refrigerator Car Co. has just com- 
pleted eight cars for carrying Columbia River salmou to 
New York. Thecars are equipped with Miller platforms 
and Westinghouse brakes and are attached to passenger 
trains until they reach St. Paul; thence they come in the 
fast freight lines. A messenger goes with each car to keep 
up the ice supply and avoid delays. The time will be re- 
duced to seven days. The salmon are packed in boxes, in 
single layers, with crushed ice over and under them. One 
bundred boxes constitute a car-load, each box containing six 
or seven fishes, according to size. The atmosphere of the car 
is kept steadily at 20°. The cost of the salmon on board is 
about 5 cents a pound and the freight charge, in car-load 
lots, is about 7 cents. New York distributes them to Bos- 
ton, Philadelpbia and other cities and can market a car-load 
aday. The fishes are nicely dressed by a machine before 
they are shipped. and those shipped so far have arrived in 
very good condition, 








RAILROAD LAW. 


The Massachusetts Car-Coupler Law. 


The following law has been passed by the Massachnsetts 
Legislature, and was approved by the Governor on May 8: 

SEcTION 1. Every railroad company operating a railroad, 
or any portion of a railroad, wholly or partly within the 
state, shall place upon every freight car bereafter con- 
structed or purchased by such corporation, and upon every 
freight car owned by such corporation, of which the coupler 
or draw-bar is repaired by it, with intent to use such car, 
such forms or form of automatic or other safety coupler at 
each end thereof as the Board of Railroad Commissioners 
may prescribe after examination and test of the same, and 
the Railroad Commissioners may annul any recommenda- 
tion made by them. 

Sec. 2. The provisions of this act may be enforced by 
the Supreme Judicial Cours on application of the Attorney- 
General. 

Sec. 3. So much of this act as relates to the examina- 
tion and test shall take effect on its passage, and the same 
shall take full effect on the first day of March next. 





Railroad Legislation in New York. 


In the recently closed session of the New York Legisla- 
ture, the Assembly killed the New York City cable railroad 
bill and the anti-free-pass bill. The five-cent fare bill was 
passed by the Assembly but killed by the Senate. The 
‘“* Arcade” railroad bill was vetoed by the Governor. The 
Governor also has the bill authorizing corporations formed 
in New York to construct railroads in other states and 
countries. The Senate took up the bills from the Railroad 
Commission and the Assembly suspended action till after 
the Senate had passed tbem. The bill allowing 20 cents 
extra for a distance of over 100 miles when tickets are not 
bought at the ticket office, and providing for payment, was 
killed. Among the bills passed were these : Providing that 
no officer or director of a railroad shall be directly or .indi- 
rectly interested in the sale of any stocks of his corporation 
unless he is the actual owner of the stock sold ; providing 
that safety switches shall be used, extra flagmen be em- 
ployed, air-brakes be used, saws and axes provided, and 
naming a pevalty for baggage-smashing—the penalty for 
blocking crossings and the requirement of at least one 
brakeman for every two cars was stricken out ; submitting 
contracts of one railroad with another to a vote of the stock- 
holders by ballot ; amending the general railroad act rela- 
tive to foreclosure. These bills were passed in both houses, 
but in such a shape that the railroad companies declare they 
are not barmful. The anti-free-pass bill was smothered in 
the Assembly Judiciary Committee. The general surface 
railway bill, which puts all street railroads on an equal foot- 
ing, was signed by the Governor.—Buffalo Express. 


Limitation of Carriers’ Liability—Negligence. 

In the case of Davis ayainst the Texas & Pacific Co., the 
Texas Supreme Court holds as follows : 

A contract for the shipment of sheep was entered into at 
H., in the state of A. They were to be transported to B. in 
this stete. The contract limited the company’s liability to 
such injury asshould arise only from gross vegligence. It 
provided to transport the appellee to B. free of charge. Ar- 
rived at T., Texas, the company’s agent refused to recog- 
nize the contract. and compelled appellee to pay bis fare to 
B. Enroute it became evident that the arrangements in 
the sheep car were in danger of breaking down. Appellee 
requested the company’s agent to switch said car off ata 
certain point to prevent injury to the sheep. He 
refused, and further on en route the partition in the 
car gave way, killing many head of sheep. To 
this action for damages, the appellant set up the terms of 
the contract, making the appellee responsible for his own 
losses by loading the car in the manner he did. By the 
statutes of this state, railroad companies and other common 
carriers canuot limit or restrict their liability as it exists at 
common Jaw, and no special provision made in controven- 
tion of this law is valid. This rule cannot affect interstate 
traffic, but only common carriers in this state. If valid 
then in A., the contract was valid then in this state. In the 
absence of a statute prohibiting it, common carriers may, 


by express contract, limit and restrict their com- 
mon law liability to a reasonable extent, but 
not to the extent of exempting themselves 
from liability caused by their own negligence. The 


condition, therefore, in this contract, which sought toexempt 
the common carrier from other than gross negligence, was 
invalid. Under the evidence in this case the company bad 
no right to shield itself bebind the contract because of its 
own violation thereof. It refused to transport the appellee 
free of cost, and, without apparent reason, to switch the car 
to a side-track when danger to the sheep was apparent. 
Held, further, that the value of the sheep at_B., in Texas, 
and not at H., in A., was the true measure of damages. But 
appellee was not entitled to interest. But remiftitur having 
been entered as to the interest and fare paid, for which 
judgment was rendered, to that extent the judgment is 
reversed, and here rendered for the value of the sheep at B. 
in Texas as rendered below. Ordered accordingly. 








OLD AND NEW ROADS. 


Allegheny Valley.—It is understood the Pennsylvania 
Railroad Co. will push the proceedings under which a re- 
ceiver was recently appointed for this road, and will secure 
a foreclosure and sale as soon as possible. The Pennsylvania 
holds $1.200,000, or more than a majority of the stock ; 
$5,314,000 of the $10,000,000 in 7.30 mortgage bonds. and 
$5,856,000 of the income bonds. It also holds about $3,963,- 
000 in coupons which it bas paid or purchased as guarantor. 
Thus far no plan of reorganization has been proposed, but 
private holders of income bonds generally believe that the 
purpose of the company is to cut off these bonds altogether 
and buy the road after sale, constituting itself the sole 
stockholder. As all the coupons except those on the in- 
come bonds held by outsiders bave been paid, no ac- 
tion for foreclosure can be taken except by the Pennsylva- 
nia Railroad Co., and its complaint is based upon its pur- 
chase and holding of coupons. 

The principa) point of complaint made by the outside 
holders of stock and income bonds is that all the embarrass- 
ments of the company have arisen from the construction of 
the Low Grade Division, which was built chiefly for the 
benefit of the Pennsylvania Railroad, and was not only a 
very expensive line, but has brought to the company so far 
a very small return upon its cost. 


Boston & Albany.—This company makes the following 
statement to the New York Railroad Commission for the 
quarter ending March 31: 





EN ib sesh an cab ahe sand, bed serch es ehenee $1,751,692 
MONEE Gis .c80 PET COTE.) 06055. cocvces cecce coeecces 1,179,987 
INR 3.55 Secs cbeunacs.duac eel Gabapewbanee $571,705 
Interest, rentals, etc................+ Joab wias Tew ael meee 309,164 
SONU baila oe sciiccsecabaeaeus > bivenernen $262,541 


No comparisons can be made, as quarterly returns were 
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not furnished last year. The surplus for the 
equivalent to about 1.3 per cent. on the stock. 
is usually one of light earnings on this road. 


California Railroad Legislation.—The special ses- 
sion of the California Legislature, which was called by the 
Governor especially to consider railroad matters, has thus 
far done nothing, The Assembly has passed several bills 
for the regulation of railroads, the establishment of freight 
rates and passenger fares and similar purposes, but they 
have all been rejected by the Senate. 


Central Iowa.—The Attorney General of Iowa, at the 
request of the Railroad Commissioners, has begun suit to 
enforce the order of the Commission requiring this company 
to run trains through to Nort»wood over the section of its 
road which is leased to the Burlington, Cedar Rapids & 
Northern Co. The company will try to have the case re- 
moved to the United States Circuit Court. 


Central Vermont.—The Boston Advertiser of May 19 
says: ‘‘ There is reason to believe that the Central Vermont 
readjustment has encountered some obstacle. A meeting of 
the directors was held in this city the second week in May, 
at which it was previously understood that the road and 
equipment were to be formally transferred by the Receiver 
(which is the Central Vermont Railroad Co.) to the Consoli- 
dated Vermont, which has the same board of directors. 
But the transfer was not made, and the reason alleged by a 
gentleman who sustains a close relation to the management 
isthat Mr. James R. Langdon, of Montpelier, objected to it, 
and put on record in the company his protest against the 
payment of any interest on the new bonds of the Consoli- 
dated Co. Mr. Langdon is a large holder of the receiver- 
ship obligations, which, it would’seem, have not been re- 
tired, paid or protected to his satisfaction. The meetin 
adjourned to some time in June. The business of the ro: 
is reported as satisfactory, but no detailed statement of 
earnings is published, as it was supposed there would be 
after reorganization.” 


Cheshire.—At the annual meeting in Keene, N. H., 
May 14, the stockholders passed a resolution authorizing 
the directors to use their discretion in regard to purchasing 
the stock and bonds of the Monadnock Railroad, which is 
now operated by the company under lease. 


uarter was 
bis quarter 


Chicago & Eastern Illinois.—Ata special meeting 
held in Chicago, May 20, the stockholders voted to approve 
the execution of a consolidated mortgage under which 
$6,000,000 in bonds will be issued. Of these bonds a sufli- 
cient amount will be reserved to retire all the existing obli- 
gations of the company, and the balance, about $1,500,000, 
will be used as required for the building of branches and ex- 
tensions and the purchase of new equipment. The vote in 
favor of the new mortgage was unanimous. 


Chicago & Grand Trunk.—This sare has made a 
new arrangement with the Pittsburgh, Fort Wayne & Chi- 
cago regarding the crossing near Valparaiso, Ind. The 
previous arrangement was that the Chicago & Grand Trunk 
should go overhead within five years. This has now been 
compromised by the Chicago & Grand Trunk agreeing 
to put in a Westinghouse pneumatic signal, by which trains 
are thrown upon a side-track if they do not stop before 
reaching the crossing, unless they are signaled to proceed. 


Chicago & Northwestern.—At meetings held in 
Cedar Rapids and Clinton, Ia., May 21, the Cedar Rapids & 
Missouri River, the Chicago, Iowa & Nebraska and the 
Maple River companies approved the plan for the transfer 
of their roads to the Chicago & Northwestern Co. by sale or 
consolidation. 


Cincinnati, Washington & Baltimore.—At the 
special meeting held in Cincinnati last week to ratify the 
sale tothe Mineral Railroad Co. of the old line between 
Athens, O., and Marietta, no action was taken but an ad- 
journment was had until May 30,°when it expected the 
agreement will be finally approved. 


Cleveland, Youngstown & Pittsburgh.—Suit has 
been begun against this company in the United States 
District Court at Columbus, O., by Carnegie Bros. & Co., of 
Pittsburgh, for a mortgage claim of $40,000, also for a 
balance of $93,000 due for rails furnished to the road. The 
Central Trust Co., of New York, as trustees, also filed a 
petition asking that in order to avoid the multiplicity of 
suits, a judicial sale of the road be ordered. There area 
large number of claims against the company for materials 
and labor furnished in the construction of the road. 


Colorado, San Angelo & Southern.—<At a recent 
meeting the directors of this new company resolved to begin 
work on the road at once, and a preliminary survey is now 
in progress. The line projected is from Colorado, Tex., on 
the Texas & Pacific road in Mitcbell County, southward to 
San Angelo, a distance of about 80 miles. 


Connotton Valley.—At the annual meeting in Canton, 
O., May 14, the plan of reorganization formed ata meeting 
of stockholders held in Boston, Feb. 24, was approved and 
the directors were instructed to execute pecper convey- 
ances when the stock and bondholders shall have signed 
their assent, which is being done at the office of the Inter- 
national Trust Co. in Boston, and in case the requisite as- 
sents shall not be given, it was voted that the February 
committee shall continue to act for the protection of the 
equitable rights of the stockholders. The directors, in ac- 
cepting office, announced that they had no purpose to be 
candidates for the directorate of the reorganized company. 


Continental Improvement Co.—A meeting of the 
bondholders of this company was held in Philadelphia, May 
15, to consider a proposition made by the Grand Rapids & 
Indiana Railroad Co. for the extension of bonds and also for 
the issue of income bonds which shell take precedence of the 
bonds now held by the Continental Improvement Co. No 
action was taken, but a committee, consisting of John N. 
Hutchinson, Charles J. Clark, William P. Shinn, George B. 
Roberts and William Thaw, was appointed to report at 
another meeting to be held June 16. The bonds which the 
Grand Rapids & Indiana Co. proposes to issue are to be used 
in settlement of that Company’s accounts with the Pennsyl- 
vania Railroad and the Pennsylvania Company. 


Danville, Olney & Ohio River.—In Springfield, II1., 
May 16, the United States Circuit Court granted a final de- 
cree of foreclosure and an order of sale of this road at the 
instance of the Corbin committee of bondholders. 


Delaware, Lackawanna & Western.—It is said that 
this company will extend the Passaic & Delaware road, 
which it owns, from its present terminus at Bernardsville, 
N. J., westward through Peapack to Hampton Junction, a 
distance of about 25 miles. This would make, in connection 
with the branch from Washington to Hampton Junction, a 
loop or second line to the Morris & Essex Division from 
Summit to Washington. 


Des Moines & Fort Dodge.—Work is shortly to be 
begun on the extension of this road from the present north- 
ern terminus at Ruthven, Ia., to Spirit Lake, a distance of 
86 miles, 











East Tennessee, Virginia & Georgia.—This com- 

ny has concluded a contract with the Kentucky Central, 

y which arrangements are made for an interchange of 

business and for the use of the Central as a Cincinnati con- 

nection of this road. The contract will take effect as soon 

as the extension of the Kentucky Central is completed to 
Livingston, which, it is expected, will be in a few weeks. 


Grand Trunk.—The earnings of this company for the 


three months ending March 31 are reported in London as 
follows: 7 


F 1884. 1883. Decrease. P. c. 
Barnings........ .......2..00. £801,229 £873,996 £72,767 8.3 
a... 611/544 671,736 60,192 8.9 

Net earnings... ....... .... £189,685 £202,260 £12,575 6.2 
Per cent. of exps.... .. ..... 76.3 76.9 06 . 


The earnings of the two controlled and operated lines west 
of Detroit for the same period were as follows: 


Chi. & Gd. Trunk. —Det ,G. H. & Mil.— 
1884. 1883. 1884. 1883. 
Earniogs........... £146,195 








£138,984 £53,172 £62,376 

Expenses .... ..... 125,477 114,043 45,502 51,328 
Net earnings... . £20,718 £24,941 £7,670 £11,048 
Per cent. of exps.. 859 2. 85.9 82.3 


The Chicago & Grand Trunk shows an increase of £7,211, 
or 5.2 per cent., in gross earnings, but a decrease of £4,%23, 
or 19.9 per cent., in net earnings. The Detroit, Grand 
Haven & Milwaukee shows a decrease of £9,204, or 148 
per cent., in gross earnings, anda decrease of £3,378, or 
30.7 per cent., in net earnings. 


Hartford & Harlem.—The directors of this company, 
at a recent meeting in New York, voted to go forward and 
purchase the right of way along the line of the road as ap- 
proved by the Railroad Commissioners. The company, it is 
said, has a large amount of money on deposit for this pur- 
pose. 


Helena & Russeliville.—This projected road is to run 
from Helena, Montana, up Ten-mile Creek to Russellville, a 
distance of 17 miles. The road, it is said, can be built at 
very low cost, and would serve a large mining district, 


Housatonic Rolling Stock Co.—In Bridgeport,Conn.. 
last week, several stockholders of this company began suit 
against Jobn H. Hurd, Vice-President and Treasurer, to com- 
pel an accounting. The company was organized in 1881 with 
$500.000 capital stock, afterwards increased to $1,000,000, 
and the stock bas been largely sold to small investors, in Con- 
necticut and Massachusetts, who do not seem to bave troubled 
themselves about the management as long as dividends were 
paid regularly. The immediate cause of the present action 
was the passing of the last quarterly, dividend. Mr. Hurd 
claims that the affairs of the company are in good condi- 
tion and that it has 2,500 cars leased out and in use, but 
other stockholders charge that he has refused to give any in- 
formation as to bis management. 

The Bridgeport Rolling Stock Co. is an allied concern of 
the same kind, under Mr. Hurd’s management, and action 
has been taken in relation to that company also. 


Louisville & Nashville.—Reports in relation to a defal- 
cation or other trouble in this company have been in circu- 
lation for some little time past. On May 19 the directors of 
the company held a meeting at which Mr. C. C. Buldwin 
was either removed from or resigned the Presidency and Mr. 
Jacob S. Rogers was chosen President in his place. No full 
statement of what occurred has been made, byt it has been 
given out that Mr. Baldwin has been for some time past en- 
gaged in an attempt to sustain the price of the stock of the 
company on Wall street. For this purpose he had appar- 
ently used securities in the treasury on which to raise loans 
and engaged in other transactions of which the Board di 
not approve. Under these transactions of Mr. Baldwin the 
company had sustained a loss of about $206,000, which the 
directors declined to assume, not having authorized or ap- 
proved the transactions under which the loss resulted. Mr. 
Baldwin, it is stated, has made the loss good, having paid 
the amount over to the company. The officers of the com- 
pany declined to make any fuller statement of the trouble. 

The only statement made officially is as follows: ‘‘ At the 
meeting held to-day, Mr. Baldwin reported to the board 
that certain funds of the company had been invested in the 

urchase of stock of the company, which when sold pro- 

uced a loss of $206,000. The board having declined to 
recognize the transaction, the amount has been made good 
by Mr. Baldwin.” 

At the meeting of the board referred to, Vice-President 
Smith made a statement that the earnings and expenses for 
the fiscal year estimated those for May and June. Mr. 
Smith’s statement estimated the gross earnings at $14,500,- 
000 and the expenses at $8,750,000, leaving the net earn- 
ings $5,750,000. The fixed charges for the year will be 
$4,200,000, which will leave a balance of $1,550,000, equiva- 
lent to about 6 per cent. on the stock. 

President Rogers authorizes the following statement : 
‘* The interest due June 1 on the bonds of this company is 
provided for, and wil] be paid as usual by the the company’s 
fiscal agent. The amount of the June interest aggregates 
$750,000. This is the only large interest payment of the 
Louisville & Nashville Co. for several months, except $350,- 
000 in July, which itis believed the earnings for June will 
pay. At the present rate of earnings, there is no doubt of 
there beinga considerable surplus after providing for all 
future interest as it comes due.” 


Louisville, New Orleans & Texas.—Track on this 
road is now laid to Harrison, Miss.,60 miles southward 
from Vicksburg, and on the soutbern end the rails have 
reached a point 64 miles north of Baton Boum, leaving a 

ap of 22 miles only between Vicksburg and New Orleans. 
North of Vicksburg, in spite of delay from high water, the 
track has reached Stoneville, in Washington County, Miss., 
80 miles from Vicksburg, and work is progressing steadily 
northward. Work is also in progress on the track from 
Memphis southward. The present expectation is that the 
line will be completed through from Memphis to New Or- 
leans by the end of June. : : 

Contracts are to be let for a branch to Greenville, Miss., 
on the Mississippi River, running through the Lake Wash- 
ington section. F 

A dispatch from Vicksburg, May 15, says: ‘‘ A meeting 
of the citizens of Vicksburg was held to-night to consider 
the proposition of R. T. Wilson & Co., of New York, in 
which they a to locate the machine shops of the Louis- 
ville, New Orleans & Texas Railroad in this city, provided 
the city dismiss the suit for $90,000 in bonds loaned the rail- 
road some years ago; also, the city to.issue to the railroad 
company the $100,000 in city bonds voted the company in 
1878; also, to purchase and to donate to the railroad com- 
pany the grounds necessary for tha shops, yards, depots, 
etc., and exempt thesame from taxation for 99 years. A 
resolution was adopted by the meeting iustructing the Mayor 
ond Board of ‘Aldermen to reject the proposition of Mr. 

ilson.” 


Louisville Short Route.—This road has been com- 
pleted and was formally opened 





for traffic May 18. Itis|to 


only 13¢ miles long, but is said to have cost neafly $1,000,- 
000, the right of way having been very pelle It isen- 
tirely in the city of Louisville, running chiefly along the 
river front, and much of the road is elevated above the city 
streets. It has been built to connect the Louisville, Cincin- 
nati & Lexington road, entering the city from the east, 
with the Chesapeake, Ohio & thwestern road, giving 
those roads a direct connection by which cars can be carried 
through without transfer. It has been built in the interest 
of the Chesapeake & Ohio road, and by its use that company 
isenabled to send cars through from Newport News to 
Memphis without breaking bulk. 


Manchester & Fitchburg.—A preliminary survey of 
this road has beeu made from Manchester, N. H., southwest 
to Milford, about 22 miles. As far as run the line is thought 
feasible and the road easy to build. 


Manchester & Keene.—This road was transferred to the 
Concord and the Boston & Lowell railroad corporations on 
May 14. The deeds were executed by the trustees, under 
the foreclosure of the mortgage and sale, to Governor Hale, 
in accordance with the sale at auction by order of the Court, 
and by Governor Hale conveved tothe Concord Railroad 
Co. and the Boston & Lowell Railroad Co., each road taking 
a separate deed of all the property, rights and franchises, 
The joint owners will proceed at once to put the road in 
proper condition. The road extends from Greenfield, N. H., 
to Keene, 2914 miles, and was sold under foreclosure in 
1882, but the final transfer to the purchasers has been de- 
layed by litigation to set aside the sale. 


Manhattan.—The negotiations for a settlement of the 
differences between this company and the Metropolitan 
Elevated Co, have ended for the present, the representatives 
of the two companies being unable to agree upon any basis 
of adjustment. The Manhattan continues to operate the 
Metropolitan lines, but professes its readiness to surrender 
them ; the Metropolitan Cc., however, insists that the orig- 
inal lease is still in force, as it cannot be annulled without 
the consent of both parties to the contract. 

A statement has been published to the effect that for the 
period from Feb. 1, 1879, to April 30, 1884, the Manhattan 
Co. received from the New York Elevated lines $1,972,487 
in excess of all interest and dividends paid, while for the 
same period tbe receipts from the Metropolitan Elevated 
lines were $682,617 less than the payments made on 
account of that company. In accepting this statement 
it must be remembered that ever since the lease there has 
been an evident and persistent effort to depreciate the Me- 
tropolitan property and to increase the value of that of the 
New York Co. Without doubt the Third Avenue line, which 
is owned by the New York Co., ‘s the most profitable of all 
the elevated lines in New York,and the Second Avenue 
line of the Metropolitan Co. the least so. It is also probable 
that the upper half of the Metropolitan’s West Side line is 
not profitable, but its pamey is nevertheless a valuable one 
and forms an essential part of the elevated railroad system 
in New York. 

The lines of the two companies are so placed and con- 
nected that it will be difficult to work them properly under 
separate managements, and unless they are practically, if 
not ——v, under one head, endless difficulties may be 
expected. 


Marietta & North Georgia.—A branch is to be built 
from this road at Tates, Ga., to the quarries of the Georgia 
Marble Co., a distance of about five miles. The branch is 
built under a contract with the marble company. 


Mexican Railroad Notes.—The following notes are 
from the Mexican Financier of May 10: 

Mr. Pablo Ocampo, the government inspector of the Pa- 
cific Division of the Mexican Central, reports that in March 
the location of the first section of 100 kilometers was finish- 
ed, reaching the cafion of Miravalles, 20 kilometers to the 
southeast of Tepic. The engineers are seeking several light 
changes in the location so as to avoid eight bridges over the 
Rio del Ingenio and the Arroyo de las Lajos. The grading 
was completed 34 kilometers from San Bilas. On April 23 
the track bad been laid to kilometer 27 from San Blas. 

Train-wrecking is getting alarmingly frequent. The latest 
outrage on the Mexican Central, by which the express train 
was thrown from its track and fired into by the wreckers, 
caps the climax. If the national government will take the 
matter energetically in hand, as it is its duty todo in order 
to protect lives and property, holding the jefe politicos alonz 
the lines of the railways responsible for the maintenance o 
good order in their districts, and punishing summarily and 
severely the evil doers, these crimes will undoubtedly be 
stopped. [Late dispatches indicate that the government is 
taking active measures. ] 

It seems incredible that train-wrecking should be in- 
spired by spite of Mexican laborers against the railway 
companies, which have done more t» advance the condition 
of the Mexican laborer, and make him a free, prosperous 
and happy man, than any other factor in the history of the 
country for the past three centuries. Previously he was 
getting 25 and 37 cents a day, generally in goods at exor- 
bitant valuation. The railways have doubled and trebled 
the price of labor, and pay promptly in hard cash. The 
Mexican Central alone has expended in this country over 
$21,000,000 for labor and for material bought of Mexicans. 
The railways are the laborer’s best friend. 


Middletown, Lebanon & Cincinnati.—This com- 
pany has been organized to build a railroad from Middle- 
town, O., southeast toa point near Lebanon, where connection 
will be made with the Little Miami road. The distance is 
about 20 miles. 


Milwaukee, Lake Shore & Western.—This company 
now has 1,200 men at work on the grading of the extension 
from Gogebic, Wis., towards Ashland. ‘he work is pro- 
gressing as rapidly as ible in a rough and hilly country, 
and rails for 11 miles have already been received. Track 
laying will be begun as soon as possible, and it is expected 
that cars will be running to the iron mines at Sunday Lake 
early in August. The distance from Gogebic to Ashland is 
about 80 miles. 


Mississippi Railroad Commission.—The Court of 
Chancery of Mississippi, on May 20, decided the injunction 
suit of the Natchez, Jackson & Columbus Co. against the 
new Railroad Commission in favor of the railroad company. 
The opinion of the Chancellor is that the company’s charter 
is a contract between the state and the corporation, and nei- 
ther of them can violate it. Itis not to supposed that 
complainants would have accepted the cbarter, invested a 
large amount of capital and assumed the obligations re- 
quired without the right to fix their own tolls and manage 
their own business, the most important part of the franchise. 
Che railroad supervision law, the Chancellor thinks, is man- 
a in conflict with the charter, and is also unconstitu- 
tional as impairing the obligation of contracts. The tempo- 
rary injunction granted against the Commission is made 


rpetual, 
PeTbis decision and those which bave preceded it make the 
satpees ow sogeene the last slature of Mississippi 
= gl inoperative, ‘and no power is to the Commission 
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Monroe County .—This road is to run from Sweetwater, 
Tenp., on the East Tennessee, Virginia & Georgia road, 
southeast through Madisonville to Tellico Plains, a distance 
of about 24 miles. It is stated that a proposition bas been 
received to build the road, provided the sum of $100,000 
is raised along the line. A county subscription of $50,000 
is proposed. 


Montpelier & Wells River.—The Boston Advertiser 
of May 20 says: “It is not true, as reported, that the Mont- 
pelier & Wells River Railroad Co. bas applied to the New. 
Hampshire Railroad Commissioners for permission ‘ to inter- 
sect the Boston, Concord & Montreal at Fabyan,’ for the 
former road does not extend to that point. The application 
is for an order to compel the Boston, Concord & Montreal 
to haul to that point the cars that may be delivered te it by 
the Montpelier & Wells River at Woodsville, N. H, the 
point of intersection, Somethree or four years ago a com- 
bination of the Southeastern, the Passumpsic, the St. Johns- 
bury & Lake Champlain and the Boston, Concord & 
Montreal was entered into for the purpose of controlling 
White Mountain travel from the north and west. This com- 
bination agreed to pay the Montpelier & Wells River Rail- 
road a certain sum for excluding the business offered to it 
by the Central Vermont. The contract was kept on both 
sides until last August, when the Southeastern failed, and 
the other roads in the combination refused to pay. Now the 
Montpelier road wishes to avail itself of the business offered 
by the Central Vermont, and takes the ground that the 
Boston, Concord & Montreal, having failed to keep the con- 
tract (which, by its terms, bas several years yet to run), 
should be willing or be compelled to baul its cars. The date 
for the hearing is not yet ascertained.” 


Nashville, Chat:anooga & St. Louis.—This company 
makes the following statement for April and the ten months 
of the fiscal year from July 1 to April 30; 











-———-April.-——. ——-Ten months.-—— 

1884. 3. 1883-84. 1882-83. 
. er $188,167 $161435 $2,019.279 $1,941,783 
Expengses.........s006 116,019 105,152 1,115,747 1,092,841 
Net earnings....... "$72,148 $56,283 $903,632 $848,942 
Interest and taxes 552,735 542,644 
Net etarpheae. on ince tees cascccesncces we $350,897 $306,298 


This shows for the ten months an increase of $77,596, or 
4.0 per cent., in gross earnings; an increase of $54,690, or 
6.4 per cent in net earnings, and an increase of $44,599, or 
14.6 per cent., in the surplus over fixed charges. 


New York Central & Hudson River.—The repair 
shops of the Harlem Division at Central Morrisania caught 
fire on the afternoon of May 18. Being Sunday, there was 
no one about the _——_ but the watchman, and the flames 
spread very rapidly, being seen beyond the tower of the 
fire department. The principal shops were destroyed, with 
a large stock of lumber and other supplies, three locomo- 
tives, three passenger cars and a number of freight cars. 
The fire started in the upbolstery shop, but its origin is un- 
known, as there was po fire or light about the building. The 
loss is estimated at $200,000. 


New York City & Northern.—This company’s state- 
ment to the Railroad Commissioners for the quarter end- 
ing March 31, shows that the gross earnings were $67,677, 
and the working expenses $78,389, leaving a deficit of 
$10,712. Interest, taxes and rentals amounted to $67,764, 
increasing the deficit to $78,476 for the quarter. 


New York, Lake Erie & Western.—Noihing has 
yet been definitely announced as to the payment of the June 
interest on the second-consolidated mortgage bonds, but 
from all that can be learned it is probable that the interest 
will not be paid unless the directors of the company decide 
to borrow the money for that purpose. By the terms of ube 
second-consolidated mortgage no foreclosure or otber action 
can be taken by the bondholders until three years’ interest 
is in default. 

The company has begun a suit to recover securities and 
notes which were deposited with the firm of Grant & Ward. 
On _ these securities the company had borrowed $1,500,000, 
and the pledge to secure the loan included $2,5C0,000 Chi- 
cago & Atlantic second-mortgage bonds received to pay 
advances made to that company, and also 11,000 shares of 
the Cleveland, Cincinnati & Indianapolis Co. So far as can 
be ascertained, Grant & Ward had not only used the com 
pany’s notes but had also pledged separately the securities 
deposited to secure those notes. 


New York & New England.—The Receiver’s state- 
ment to the New York Railroad Commission for the quarter 
ending March 31, shows net earnin from operation, 
$109,203; income from other sources, $8,880; total income, 
$118,083; interest on funded debt, rentals, etc., $248,768, 
leaving a deficit of $130,685 for the quarter. 


New York, New Haven & Hartford.—Tbis com- 
pany’s statement to the New York Commission for the quar- 
ter ending March 31 is as follows: 


SUN PRINS ios coche sameen cane tei Ses 6SRiocaes buses $1,484,205 
MO cA oon nace CdR pret tin Gd ceadweckss cnmcaveanacen 913,901 
OT I cai di core kh ect aakclererss see a $590,304 
COR TE ak Ace bncknscbab ness db dekacevcccasccenyses ¥ 
i artic denis canna vennssSeeadscesnnecxiases $571,738 
DO SO dk Snes St aeldissa 6 shaw. esiaccngcenes 251,019 
MUNG so ttt ce esg  ok-bas ckstessnss eo aons $320,719 


The net profits were equivalent to 2.07 per cent. on the 
stock. Nocomparisons can be made, as quarterly state- 
ments were not required last year. 


New York, West Shore & Buffalo.—A circular has 
been issued under date of May 14 by the Bondholders’ Com- 
mittee, which says in reference to the funding agreement : 
‘Tt is important that the signatures of a majority in inter- 
est of the first-mortgage bondholders be obtained before 
June 24 next, as the company has made arrangements, con- 
ditioned upon such 7 , Which are expected to provide 
the necessary money for the payment of its floating indebt- 
edness, the completion and further equipment of its railway 
and the protection of its interests in the terminal property. 
Lenders upon the terminal bonds have also agreed to extend 
the time for the payment of their loans for one year, with a 
condition that said agreement shall receive the signatures of 
a majority in interest of the first-mortgage bondholders. 
These plans, fully and promptly carried out, will insure 
such change of the majority of the board uf directors as 
shall promote the best interests of the bondholders, and will 
maintain the independence of the enterprise.” The commit- 
tee consists of Henry F. Spaulding, Chairman; William Mer- 
tens, Frederic A. Potts, Horace Russell, New York; E. W. 
Clark, Philadelphia. 

The contractors have received instructions to resume work 
on the large shops at Frankfort, N. Y., where nothing has 
been done for several months past. 


Northern Central.—The Baltimore Day says: ‘‘The 
Northern Central Co. bas increased its terminal facilities at 
Canton, The improvements which have been in progress 











since last September, under the direction of Assistant Engi- 
neer A. B. Nelson, have just been completed. Two new 
piers, one 500 ft. by 100, the other 400 ft. by 35, have been 
erected, and another has been extended 100 ft. by 121. A 
new shed, 500 ft. long and 112 wide, has been placed over 
one of the piers, and 520 ft. of bulkhead have been built. 
About 55,000 cubic yards of earth have been dredged and 
there is now a depth of 24 ft. of water around the piers. 
Six tracks have been laid on the large pier and three on the 
small one. The improvements have cost the company 
$110,000. 

‘** The company owns at Canton, in addition to the work 
just finished, three warehouses, one open and one covered 
pier, and two elevators. A great deal of Spanish iron ore is 
discharged at these piers, from one to six vessels arriving 
every week. Considerable cotton and tobacco are also ex- 
ported from this point, and about two ship loads of cattle are 
sent from there each week. It is said that two-thirds of the 
grain handled in Baltimore is shipped from Canton. The 
new shed is considered the finest along the harbor.” 


Northern Pacific.—The following statement has been 
published for March and the nine months of the fiscal year 
from July 1 to March 31 : 


— ——March——— -—-Nine months—-—, 





1884. 1883. 1883-84. 1882-83. 
Earnings... .... ... $978.955 $563,903 $8,731,133 $5,575,445 
Expenses..... ...... 342379 "481,740 ~5,500;360 — 3'609.315 

Net earnings.... . $436,576 $82,163 $3,230,773 $1,966,130 
Per centofexps... . 53.4 85.4 63.0 64.7 


For the ten months the increase in gross earnings was 
$3,155,688, or 56.6 per cent., and the increase in expenses 
$1,891,045, or 52.5 per cent., leaving a gain in net earnings 
of $1,264,643, or 64.3 per cent. 


Philadelphia & Northern.—This company has been 
chartered to build a railroad from the intersection of Front 
street and Snyder avenue, in Philadelphia, to Shoemaker- 
town, in Montgomery County, a distance of 20 miles. The 
capital stock is fixed at $200,000. 


Philadelphia & Reading.—This company has had 
recourse to a plan which it used several times before the 
receivership, an issue of scrip payable in four months and 
bearing no interest, to be used in payment of the April 
wages and supply bills both of the railroad and the coal and 
iron companies. The officers of the company state that they 
have sufficient funds on hand to pay these bills in cash, but 
it has been considered best by the board to retain this 
money in the treasury in order to meet the interest coupons 
falling due in June and July. Four months’ time will 
carry the company over these payments and bring it to 
a time when the increase in the coal trade will, it is ex- 
pected, add to the earnings and enable it to meet all pay- 
ments in cash. The scrip as issued constitutes simply a 
promissory note. Naturally some objection is made to the 
reception of this scrip by the employés of. the road, but it is 
probable that they cannot help themselves and will have to 
accept it as they did before. Some complications may 
arise, however, if it is used to pay the employés of the New 
Jersey Division, as a law of that state absolutely prohibits 
the issue of scrip or orders by corporations in payment of 
wages, and this scrip will probably come under the law. 

A Philadelphia dispatch reports ex-President Gowen as 
saying that no scrip has yet been issued to any of the em- 
ployés of the companies, but the company has made its pay- 
ments for materials and supplies in ordinary four-months’ 
notes instead of cash. He further stated that it was con- 
templated to issue scrip bearing interest for the wages 
payable in May and June, and that when this issue was 
made it would be for the railroad hands at three months, 
with interest, and for those of the Reading Coal & Iron Co. 
at 30 days, with interest ; and that by the time that the 
announcement of the issue of this scrip was made public it 
would be accompanied by an announcement that the work- 
men could get cash for the scrip for its full face value at 
once, one party having already agreed to take one-third of 
all that was issued. The reason the company cannot pay 
its men in cash forthe next few weeks, he said, is on ac- 
count of the large payments for interest and rentals coming 
due in June and July. The company had to pay out in 
June and July for rentals and interest about $3,700,000. 


Pittsburgh, Fort Wayne & Chicago.—At the an- 
nual meeting in Pittsburgh, May 21, the betterment mort- 
gage proposition was submitted to the stockholders. No 
action was taken, but a committee, consisting of Messrs. L. 
H. Meyer, G. W. Cass and J. N. Hutchinson, was appointed 
to examine the proposition and report on the same at a spe- 
cial meeting, to be called by Mr. Meyer. 


Pittsburgh, McKeesport & Youghiogheny.— 
Work will very shortly be begun on the extension of this 
road from New Haven, Pa., southward. A contract has 
already been let to Vandyke & Wilson, of Pittsburgh, for the 
grading of eight miles of the road from New Haven, and 
work is to be begun by them at once. 


Richmond & Danville.—This company commenced 
en May 18 to run a fast passenger train between Richmond 
and Atlanta, the running time being about 40 miles an hour. 
The company lately purchased four heavy passenger engines 
specially for use on this train. 


Richmond & Mecklenburg.—tThis road is now com- 
pleted to the north side of the Roanoke River, opposite 
Clarksville, Va., 14 miles southward from the late 
terminus at Chase City and 31 miles from the junction with 
the Richmond & Danville at Keysville. Trains have begun 
to run through to the new terminus. Work has heen begun 
on the bridge over the river which will carry the track into 
Clarksville. The road is owned by the Richmond & West 
Point Terminal Co., and is worked as a branch of the Rich- 
mond & Danville. 


St. Louis, Iron Mountain & Southern.—A survey 
has been begun for a branch from this road to Beebe, Ark., 
833 miles northwest of Little Rock, south by east to Mem- 
phis. This branch, if built, will form a second line between 
Memphis and Little Rock, and will give a shorter connec- 
tion between Memphis and St. Louis. The construction of 
the branch probably depends on the ability of the Missouri 
Pacific Co. to recover control of the Memphis & Little Rock 
road. 


St. Louis, Kansas City & Western.—Articles of in- 
corporation have been filed by this company, which pur- 
poses building a railroad from St. Louis to Kansas City, 
passing near the coal mines in Bates County, Mo. An ex- 
tension from Kansas City westward to Denver and thence 
to some point on the line between Colorado and Utah is pro- 
posed. Among the incorporators are ex-Governor Foster of 
Ohio, Senator Miller of New York, and Mr. Amos Townsend 
of Cleveland. 


Toledo, Cincinnati & St. Louis.—A dispatch from 
Cincinnati, May 16, says: ‘“‘ Word got out to-day that Re- 
ceiver Craig of the Ohio Division of the Toledo, Cincinnati 
& St. Louis narrow-gauge railroad had given notice that he 





would make a motion in the United States Court to-morrow 
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to set aside the order for the sale of the Cincinnati North- 
ern road to satisfy its obligations op the first mortgage 
bonds of that road, on the ground that there was 
illegality in the placing of these bonds. The no- 
tice to the Court was not served in public. The 
grounds for this motion are said to be that the directors 
of the Cincinnati Northern, in issuing the first-mortgage 
bonds, failed to advertise and receive bids on them, and that, 
on the contrary, they distributed them amoung themselves, 
but it is not stated at what price. This, it is alleged, is an 
informality that will release the road from all liability for 
these first-mortgage bonds. If the motion prevails, it is 
claimed that the directors who issued the bonds will, 
under the laws of Ohio, be individually liable for 
them. Another effect will be to make first-mort- 
gage bonds of the second-mortgage bonds issued to 
build the Avondale Branch of the Cincinnati Northern. 
Tony Bullock, a millionaire, was one of the directors re- 
sponsible for this proceeding, and Albert Netter, President 
of tbe Cincinnati Northern, a Cincinnati broker, was 
another. The matter has been carefully considered by 
Judge Foraker, Attorney for Receiver Craig. The men 
who issued the first-mortgage bonds are su,-posed to be 
financially responsible, and able to redeem them in full. 
The directors concerned had a secret conference on the sub- 
ject this afternoon, and appear to be very uneasy. The 
case is so intricate and novel that, even if counsel get 
through with the arguments to-morrow, it is not likely a 
decision will be reached.” 

The application above referred to was argued before the 
court in Cincinnati, May 20. The intervening petition set 
forth that the Cincinnati Northern first-mortgage bonds were 
distributed by the directors among themselves, that they 
paid 80 cents on the dollar for their stock, but nothing for 
their bonds, and that under the state law the bonds 
were therefore void. The second-mortgage bond- 
holders and judgment creditors were represented by 
counsel, and asked to be made parties to the suit. At 
the close of the argument the Court decided, all the judges 
concurring, that none of the parties had any standing in 
court: The Receiver, for the reason that he could not main- 
tain an action hostile to the proceedings under which he 
was appointed; the second-mortgage bondholders, the Court 
held, had nostanding for the reason that they purchased 
their bonds with the belief that the first issue was valid and 
therefore could not complain if the legality of that issue was 
maintained. The judgment creditors might have the right 
to file an intervening petition before the sale uf the road was 
ordered, but it was now too late for them to come in. 

A meeting of holders of main line and St. Louis Division 
bonds was held in New York, May 20, to discuss the plan of 
reorganization proposed by Mr. Corbin. A _ considerable 
amount of the bonds were represented, and the holders decid- 
ed to abide by the decision of the Boston committee, appoint- 
ed at the meeting held in Boston last week. It appears prob- 
able that the Corbin plan of reorganization will be carried 
out so faras the St. Louis Division is concerned, but it is 
doubtful whether the bondholders of that division and of the 
main line from Toledo to Kokomo can be brought to work 
together harmoniously. A separate organization is not atall 
unlikely. 


Troy & Greentfield.—A dispatch from Boston, May 21, 
says: ‘** The Committee on the Hoosac Tunnel and Troy & 
Greenfiela Railroad has submitted to the Legislature a state- 
ment showing that the road has cost the state up to the present 
time $14,198,028, and that the sinking fund to meet this 
debt as it matures will meet only that portion of the debt 
which matures on or before April 1, 1890, with a balance of 
$827.508 over, leaving unprovided for the greater portion 
of the installment of $3,618,242, maturing July 1, 1891, 
and all installments thereafter. The Committee state that 
there is no escape from this great addition to the burden of 
taxation except by disposing of the property and applying 
the proceeds to the payment of the debt. This course is 
preferable, not only because it avoids the hardship of a large 
increase of the annual tax levy, but because the common- 
wealth canuot properly develop and manage the railroad 
property under the existing system, nor is it probable that 
it can under any system. The Government and Council are 
requested to investigate and report to the next Legislature.” 


Union Pacific.—This company makes the following 
statement for March and the three months ending March 31, 
including the leased lines : 





———-March. ~ —Three months.—. 

1884. 1883. 1884. 1883. 
Earnings...... $1.972,712 $2,391,578 $5,059,589 $5,981,836 
Expenses... ...... 1,204,553 1,095,688 3,710,986 3,122,264 





Net earnings.... $768,159 $1,296,070 $1,348,653 $2,859,572 
Per cent. of exps.. 61.1 45.8 73.3 52.2 





For the three months this shows a decrease in gross earn- 
ings of $922,247, or 15.4 per cent., with an increase in 
expenses of $588,672, or 18.8 per cent., the result being a 
decrease in net earnings of $1,510,919, or 52.8 per cent. 
The March statement is better than hud been expected. 

Land sales of the Union Pacific continue to show a large 
increase over the sales of previous years. The April sales 
upon the Kansas Pacific Division were 42,931 aeres for 
$201,500, against 25,149 acres and $110,307 in April, 1883. 
From Jan. 1 to April 30 the sales this year amounted to 
$597,7C0, compared with $303,731 for the same period of 
1883. From Jan. 1 to April 26 the sales upon the main line 
of the Union Pacific have been 721,533 acres, of the value 
of $1,801,719. During the same period last year the sales 
amounted to 147,007 acres, for $528,705. This shows that 
for the first four months of the present year the land sales 
upon both divisions have been $2,399,400, against $832,400 
for the corresponding months of 1883. 

The Union Pacific Co. has settied the famous Credit Mo- 
bilier litigation by an agreement with Oliver Ames, the 
Receiver of that organization, by which it will purchase all 
the outstanding Credit Mobilier stock at $20 per share. 
This involves the payment of only about $325,000, and is 
considered a favorable settlement for the Union Pacific. 


Western North Carolina.—The tracklayers on the 
Ducktown Branch have reached the summic in the gap 
through the Balsam Mountains, 9 miles westward from the 
late terminus at Waynesville. This gap is 3,357 ft. above 
sea level, and is, we believe, the highest point on the road. 
Work is progressing steadily westward toward the Nanta- 
hala River. 


Western Union Telegraph.—The following statement 
has been published, covering the calendar year 1883 : 





NN i555 camatnct nek bhendaudacdencee -eees $19,571,476 
Expenses, including taxes and rentals................ 12,928, : 
PN oa pas ace ssi ccenctdmeeses atpabeas $6,642,513 
Interest and sinking fund........... ....... $466,341 
DividenGs,:7 POP CORE. .rciccccse cocccccces 5,499, L25 
—--— 6,065,466 
IR Ss acces Papasan snie eapetee ea cencenaee $577,047 


For the four months ending April 30 this year, it is said 
that the earnings are considerably in excess of those for the 
corresponding period last year. 
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